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Argentine Rail Distribution 
= liquidators of the British Argentine railway companies 
have announced that difficulties, which delayed tem- 
porarily the distribution to stockholders, have been overcome. 
Holders of the stocks of the companies wili receive shortly 
notices giving the dates when a first distribution can be made. 
This will be effected as early as the heavy clerical labour in- 
volved will allew. The £150,000,000 compensation paid by 
the Argentine Government for the British-owned railways was 
received by the companies on March 1, on which date owner- 
ship was formally transferred to Argentina. Payments to the 
debenture stockholders have already been made, and 
£43,000,000 is to be distributed as compensation to preference 
and ordinary stockholders. The clerical work involved in 
dealing with these holders is likely to take at least a fortnight, 
including printing and despatch of the necessary documents, 
after which about a month will be necessary for receipt of the 
certificates and their examination. 


* * * * 


Lord Inman on Railway Catering 

Lord Inman, Chairman of the Hotels Executive of the British 
Transport Commission, recently has inspected railway hotels, 
refreshment rooms, and restaurant car services in Scotland. 
At a press conference held at the Turnberry Hotel, wrich was 
recently de-requisitioned and which he said would probably 
be opened next year. he expressed his determination to effect 
a considerable improvement of the standard ef railway refresh- 
ment rooms. He added that the snack meal service was to be 
developed, and experiments were being made in trains in 
England with a trolley service, which would serve passengers 
unable to get accommodation in the dining car. in crowded 
trains there would be difficulty in getting a trolley along the 
corridors, and experiments were now being conducted with a 
pulley operated along the roofs of the corridor trains, which 
he heped would be a practical proposition. By this means food 
would be carried along above the heads of passengers in the 
corridors. This seems to raise some interesting possibilities 
from the viewpoint of the standing passengers if hot beverages 
are transported tn this way. 


. + « + 


F.B.I. and Anglo-American Productivity Council 

The Federation of British Industries has now announced its 
nominations for the Anglo-American Council of Productivity, 
which the Chancellor of the Exchequer, on July 26, said was to 
be set up to advise on steps to increase productivity in Great 
Britain. It is to be a joint council, composed of British and 
American employers and trade union representatives. The 
names of those members who will represent British employers 
are given elsewhere in this issue, and it will be seen that the 
selections include outstanding personalities from a broad sec- 
tion of British industries. Sir Frederick Bain, President of 
the F.B.I. and Deputy-Chairman of Imperial Chemical Indus- 
tries, will represent the chemical industry; Sir Peter Bennett, 
Chairman of Joseph Lucas Limited, motor and cycle acces- 
sories; Sir Maurice Denny, Chairman of William Denny Bros. 
Ltd., shipbuilding, and Sir Greville Maginness, Chairman of 
Churchill Machine Tool Co. Ltd., engineering. The textile in- 
dustries are represented by Mr. A. R. Baines, Chairman of 
Williams Baines’ Sons Ltd. (wool), and Mr. C. B. Clegg, Chair- 
man of the Rochdale & District Master Cotton Spinners’ & 
Manufacturers’ Association. 


* * * * 


Bookstall Services on Pullman Trains 


On Monday last a new service was inaugurated on six Pull- 
man trains. Appropriately enough in the centenary year of 
the founding of W. H. Smith & Son Ltd., British Railways, in 
co-operation with Pullman Car Co. Ltd., have arranged for a 
bookstall service to be introduced on the “Golden Arrow,” 
‘Bournemouth Belle.” “Thanet Belle,” “Devon Belle,” 
“Queen of Scots” and “ Yorkshire Pullman.” Elsewhere in 
this issue we give a brief account of the ceremony at Victoria 
Station when the “ Thanet Belle,” carrying one of the new port- 
able bookstalls, was seen off by a number of railway officers 
and representatives of the Pullman Car Co. Ltd., and: W. H. 
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Smith -& Son. Miss Monica Dickens, a great grand-daughter 
of Charles Dickens, took part in the ceremony. Emphasis was 
placed on Charles Dickens because he was a great railway 
traveller, and the “ Thanet Belle” was chosen because that 
train runs to the country which is so closely associated with 
much of Dickens’ work. 
* * 

Overseas Railway Traffics 

Traffics on the Paraguay Central continue to record satisfac- 
tory increases, with an aggregate increase for the seven weeks 
ended August 22 of G. 408,147, and an increase for that week 
of G. 67.128 over the corresponding week of last year. Anto- 
fagasta (Chili) & Bolivia aggregate increase is £388.180, with 
an increase of £10,270 for the week ended August 22. The 
Leopoldina shows a substantial decrease of £7,407 for the week 
ended August 21. The United of Havana decline in traffic 
compared with last year seems as if it is being arrested: the 
week ended August 21, the seventh week of the financial year, 
shows a decrease of only £8,750. compared with such decreases 
as £30,157 for the fifth and of £29,097 for the second week of 
the present financial year. The Gold Coast shows the satis 
factory aggregate increase of £239.844, though the July increase 
is £49,765 only, compared with that of £67,243 for the previous 
month. For the first four weeks of the financial year the 
Midland of Uruguay shows an increase of £5,963, thus con- 
tinuing the upward trend with which the last year closed. 

* * * * 

The Fate of the Corris Railway 

For some time it has been known that there was the immin- 
ent possibility of the closure of the former Corris Railway, 
and on July 31 the Montgomery County Times announced that 
it had been closed to all traffic. This statement appears to 
have been premature, but on August 24 the Liverpool Daily 
Post stated that the line had been closed on the previous day. 
The Western Region is unable to confirm the closure, but we 
understand that the last goods train ran on August 20. since 
when traffic has been suspended and is unlikely to be resumed. 
Part of the line has suffered from flood damage, and costly 
repairs would be necessary to restore traffic. The Corris Rail- 
way, built to 2 ft. 3 in. gauge, was formed as a horse tramroad 
in 1858. and opened in 1859 from the slate quarries to the 
shores of the River Dovey. When the Cambrian Railways 
were built in this neighbourhood in 1863, trans-shipment 
arrangements were made at Machynlleth, and the portion of 
the Corris Railway thence to the river at Derwenlas was 
abandoned. The Corris Railway was opened for passenget 
traffic in July. 1883, four years after steam traction was intro- 
duced. For years it was owned by tiie same Bristo: financial 
interests as the Bristol Tramways & Carriage Co. Ltd.. and 
when Sir George White sold the control of the latter company 
to the G.W.R., the Corris Railway also changed hands. and 
the transfer was sanctioned by Act of August, 1930. Passerge: 
traffic was discontinued at the end of the same year. 


* * . + 


Record July Tourist Figures 

The number of tourists who arrived in Britain during July 
was the highest on record: there were 40 per cent. more than 
last July. and 25 per cent. more than the average pre-war July. 
When Lord Hacking, Chairman of the Travel Association. 
announced this recently, he said that the total number of visi- 
tors during that month exceeded 90.000, to which must be 
added several thousand Empire and Commonwealth visitors 
for whom statistics are not yet available. This brings the total 
for the year to roughly 300.000, and there is now little doubt 
that the Association’s estimate of 500,000 visitors during 1948 
will be attained. This would produce about £40.000.000, of 
which about half would be in hard currency. More than 15,500 
ot the July visitors were Americans, bringing the total from the 
United States so far this year to 46,000. Lord Hacking also 
referred to the efforts of the Travel Association to ensure the 
success of the visitors’ stay, despite the failure of Government 
departments—through fear of black-market  activities—to 
agree to concessions enabling overseas visitors to spend more 
of their money. “The mentality of the civil servant is to 
stand still. It is a different mentality altogether from the 
business man’s,” he said. 
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Dealing with Ticketless Passengers 

[he problem of the ticketless traveller is common whevever 
there are railways, and in some countries it has assumed ¢ rave 
proportions. It is certainly not unknown in Great Britain, and 
it may even be that with the nationalisation of the railways, 
and the growth of the belief that therefore they belong to the 
public, there may be an even greater tendency to endeavour to 
travel free in this newly-acquired property. General Sir William 
Slim, among whose numercus responsibilities as a Member 
of the Railway Executive is the supervision of the railway 
police, may be interested in an article which appears elsewhere 
in this issue showing the drastic steps which are being tiken 
in Argentina, where also all the railways have passed under 
the control of the State. Offending passengers who refuse 
to pay on demand a fine of twice the loss to the railway are 
taken to the nearest loca! police station and charged with 
fraud. If they have not the necessary moncy with them. they 
may pledge personal articles of value, but unless these are 
claimed within 48 hr. they are sold by public auction. The 
guards who have to enforce these penalties naturally have been 
unpopular, but if they fail in their duty they also are liable 
to severe penalties. 


* * a a 


Passing of the Channel Islands Airways 

Elsewhere in this issue we review * Wings Over the Channel.” 
a history of the Channel Islands Airways Company. which in 
its fifteen years of existence won itself a proud position among 
independent British air services. Although the enterprise of its 
promoters eariy put the company on a sound footing, it was 
brought to maturity by the Great Western and Southern rail- 
ways, which acquired a financial interest in the airways in 
1937, due to the foresight of the railway officers who are today 
the, Chief Regional Officers of the Western and Southern 
Regions respectively. In November. 1945, the Government's 
announcement of its intention to nationalise all British air- 
ways meant the end of the Islands’ own air line, and, although 
the islanders, individualistic and tenacious of their ancient 
liberties, put up a spiried struggle for what had become almost 
as characteristic an institution of the Channel Isles as_ the 
States Authorities, Channel Islands Airways was swallowed up 
in British European Airways in April of last year. The Islands 
lost not only their air line, but also a jealously-guarded right 
to run their own affairs in their own way. 


* * * 


Another “ Enterprise’ on the G.N.R.(I.) 


Although the journey between Belfast and Dublin had been 
made non-stop by special trains on a number of occasions. 
the introduction of the “ Enterprise” express in August. 1947, 
marked the occasion for such a schedule being adopted for 
regular service. This express has proved so popular with 
the public that the Great Northern Railway (Ireland) has 
placed in service another train of the same type, which we 
describe elsewhere in this issue. As in the case of its sister 
express, the new train is composed of seven coaches, made 
up of two first class, four third class, and one buffet car: 
the first class and buffet coaches are of an improved design. 
however. Running on weekdays, both trains cover the 1124- 
mile journey in 24 hr., leaving Belfast at 10.30 a.m. and 
5.15 p.m., and Dublin at 9.30 a.m. and 5.30 p.m. Passengers 
arrive at the station 30 min. before the train is due to leave, 
so as to gain the advantage of having Customs formalities 
conducted at the termini. 


Pie in the Sky ? 


It was not to be expected that the Chairman of the Hotels 
Executive would be content with laying the ancient and dis- 
credited railway sandwich myth on his recent tour of inspection. 
Out of deference to tradition, no doubt, Lord Inman sampled 
one of these harmless delicacies in public, with photographers 
in attendance to record that he suffered no ill effects; but he 
reserved for later the mild sensation that leaders of public enter- 
prise are expected to provoke when visiting their dominions. 
This was an allusion to proposals for transporting snacks along 
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the corridors of railway coaches by means of rails on the ceil- 
ing. Possibly the idea is that standing passengers should nibble 
at the dainties passing overhead in the manner of giraffes, but 
the suggestion has led already to a letter in the Press urging 
priority for a similar system to convey passengers to the dining 
car when corridors are obstructed by other travellers and their 
luggage. Lord Inman’s reported project might demonstrate the 
laws of gravity in the legendary way by dropping apples on the 
heads of thoughtful men of science, but offers no other evident 
advantage that is not outweighed by apprehension of practical 
difliculties. Perhaps in the matter of refreshment service the 
late main-line companies covered the ground so thoroughly that 
the Hotels Executive feels itself obliged to take to the air. 


All-Stations Seasons 

HE British public are patient, but in due course they wili 

expect, and rightly so, some benefit from transport nation 
alisation in general and railway nationalisation in particular. 
For were they not told that British railways were to be welded 
into one system and be the best in the world? New colours 
for old trains will not satisfy them. In previous issues we 
have discussed at length the possibilities of a thorough-going 
timetable revision—shorter trains and more of them. 

There is another field where an enlightened Commission 
and Executive can confer a facility without really giving any- 
thing away. We refer to the availability of tickets by alterna- 
tive routes and the introduction of “ all-stations ~ 
tickets. 

Now that the State owns the whole British railway system, 
what difference does it make to the proprietor whether a fare- 
paying passenger is occupying a seat in a train in Cornwall or 
Caithness? He cannot be in two trains at the same time. 

What should be the price of an all-stations season ticket on 
British Railways? It is conceivable but unlikely that a man 
might make a daily return journey between London and Bristoi 
(117 miles). The annual cost of a first class season ticket is 
£145 19s. and a trader’s season, subject to traftic qualifications, 
£95 9s. A first class season ticket between Lendon and Cardiff 
(145 miles) costs £184 7s. A first class season ticket between 
London and Manchester (188 miles) without interavailability 
costs £212 13s. Between London and Leeds (185 miles) the cost 
is also £212 13s. The cost of a first class season between 
London and Brighton (50} miles), without interavailability, is 
£84 12s., and between London and Bournemouth (110 miles), 
£153 17s. 

Obviously there is a limit to the amount of time a business- 
man can spend in travelling, and we are not legislating for the 
few feeble-minded whe might enjoy getting the greatest possible 
mileage out of their tickets. Take London-Manchester or 
London-Leeds as the limit of a worth-while season. The annual 
cost of a first class season is £212 13s. What should be the 
annual cost of an all-stations in the British Isles season ticket? 
We would say £250 first class and £200 third class. 

For every ticket “ over used” we think ten would be “ under 
used * year in and year out. Many firms not having traffic 
qualifications for traders’ tick2is would purchase them for their 
directors and travellers. In fact, it is conceivable that if these 
all-stations season tickets were put on sale, the present com 
plicated system of traders’ tickets might well be abolished or 
a discount given to traders on the all-stations seasons. 

Should all-stations seasons be issued for a shorter period 
than a year? The Swiss Federal Railways give 23 days un- 
limited travel over 3.000 miles of rail and lakes for £13 9s. 6d. 
first class; £10 11s. 2d. second class; and £7 19s. 10d. third class. 
What should be the cost of a morth’s unlimited travel ticket 
in the British Isles? Obviously. it must be more than a monthly 
return ticket from London to Wick, which is £13 6s. 9d. first 
class and £8 17s. 10d. third class. We would say £25 first 
class and £20 third class. 

It may be said that there would be a very limited sale for 
these all-stations seasons. But what if the scheme should prove 
a flop? It is not a scheme that involves millions of capital 
expenditure only to be found that the estimated 10 per cent. 
return was quite elusive. Year in and year out the unlimited 
travel tickets would be under used rather than over used. They 
would provide some quite effective competition to the private 
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car. At least it would be a gesture that British Railways have 
something to offer to the long-suffering travelling public that 
the railway companies did not. 


* x * * 


Arthur Edward Towle, C.B.E. 


HE death of Mr. Arthur Towle in a little more than three 
years after his retirement as Controller of L.M.S.R. Hotel 
Services has occurred just as a new and strange chapter is open- 
ing in the history of British railways’ restaurant cars and hotels. 
The Hotels Executive of the British Transport Commission has 
started to function. The Midland Railway as a separate entity 
went west 25 years ago, and its absorber, the London Midland 
& Scottish Railway, came to an even worse end, at least from 
the stockholders’ standpoint, on December 31 last. 

Like all originally minded, forceful, domineering and success- 
ful men in any business or profession, Arthur Towle had his 
critics and detractors. We were never one of those. The 
Midland Railway's popularity with the travelling public, and 
particularly business men, was largely due to the general ex- 
cellence of its restaurant car services, the courtesy and efficiency 
of the staff employed thereon, and also to its hotels which both 
in design and service struck a new note in provincial hotels. 
It was therefore a pleasant surprise to find that within a few 
years of the 1923 grouping the “ Towle tradition” extended 
to the whole of the L.M.S.R. system. In fact, so far as 
restaurant cars and hotels were concerned, to all intents and 
purposes it was the Midland that had absorbed the L.N.W.R., 
the L.Y.R.. the Caledonian, the Glasgow & South Western, 
and Highland railways. That was the outstanding and remark- 
able accomplishment of Arthur Towle and contributed greatly 
to the popularity of the L.M.S.R. 

With Arthur Towle we had an instance of a continuity of 
policy passing on from father to son. At one time it seemed 
it would be continued to the third generation by his son 
Geoffrey. It was William Towle and his wife who initiated and 
built up the great reputation of the Midland Railway’s hotel 
and restaurant car services. The Midland Hotel, Manchester, 
and the Midland Adelphi at Liverpool, opened some ten years 
later, are still worthy memories to their practical imagination. 
Their two sons, Arthur and Francis, and other members of the 
Towle family, all took an active part in running the Midland’s 
hotel services. 

Arthur and Francis succeeded their father, Sir William Towle, 
on his retirement in 1914 as joint managers of the Midland’s 
hotel services. When Francis left the railway service in 1919 
to become Managing Director of the Gordon Hotels, Arthur 
became sole manager. When, consequent on grouping, the 
Midland became a constituent of the London Midland & Scot- 
tish, the hotel policy of the new company had to be considered. 
It was decided that the Midland’s hotel policy should be adopted, 
and Arthur Towle was appointed Controller of the whole of the 
L.M.S.R. Hotels, Refreshment Rooms and Restaurant Car Ser- 
vices. 

Soon, great improvements were effected in the company’s 
hotels at Euston, Birmingham, Glasgow, and Edinburgh. The 
Gleneagles Hotel, conceived by the Caledonian Railway, was 
opened. New hotels followed at Stratford-on-Avon, More- 
cambe, Stoke-on-Trent, and Kyle of Lochalsh. In 1937 the 
L.M.S.R. completed its triumvirate of hotels worthy of the cities 
of Manchester, Liverpool, and Leeds by the opening of an en- 
tirely new hotel in replacement of the old Queen’s Hotel at 
Leeds which the Midland had purchased and modernised in the 
nineties. Several projects for more L.M.S.R. hotels were under 
consideration when the war started in 1939. The Midland’s 
restaurant car service was standardised over the whole of the 
L.M.S.R. system. 

How important the L.M.S.R. hotel services had become may 
be gauged by the fact that in the last pre-war year (1938) its 
26 hotels, hundreds of refreshment rooms, and 300 restaurant 
cars earned £3,080,430, and the surplus of revenue over expen- 
diture was £330,911. 

Now the management of this hitherto very efficiently run 
department of the London Midland and those of the other 
Regions have been entrusted to the Hotels Executive of the 
British Transport Commission. We hope the new Executive 
will not cause Arthur Towle to turn too often in his grave. 
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Workers’ Control of Nationalised Industries 
HE Trades Union Congress, which ovens at Margate on 
Monday next, promises to be of more than usual jnterest. 
One of the principal matters which is to come up for discus- 
sion is the extent to which workers should participate in 
control of the nationalised industries. It is well known that 
a number of important unions, including the National Union 
of Railwaymen, are wedded to the belief that the Government 
should give workers greater participation in the control of 
those industries which have passed through to the State. The 
Association of Engineering & Shipbuilding Draughtsmen urges 
that the participation in control should be directed especially 
through the trade unions. The main issue, therefore, tends 
to become, not whether the workers should be on nationalisa- 
tion boards, but whether they should be on them as repre- 
sentatives of their trade unions. 

The annual report of the T.U.C. General Council, which 
will be submitted at the Congress, takes a strong line on this 
subject, and one which is among the most important of its 
kind. It is hardly likely, however, that it will prove popular 
with the rank and file of trade union delegates at the Congress. 
It is bluntly stated that joint control of nationalised indus 
tries and management is not desirable. The Economic Com- 
mittee of the General Council holds the view that the 
establishment of joint boards would destroy the independence 
of the unions from the executive authority of the nationalised 
industries and that the unions would be compromised with 
their relations with the public boards and their own 
members. 

The Committee also suggests that further consideration 
should be given to the status and responsibilities of persons 
drawn from the trade union movement who are selected to 
serve in a part-time capacity on the boards of nationalised 
industries. It argues that it is essential that such persons. 
whatever their nominal status. should not act merely as labour 
advisers. but should be able fully to participate in the deter- 
mination of the general policy of the industry or the under- 
taking. 

It is clear, therefore, that the official policy of the T.U.C. 
is in line with the viewpoint that the management of 
nationalised industries must be in the hands of those who, 
on the widest view, are best qualified. if the experiment of 
State-ownership is to have a chance of successful fruition 
The report takes a realistic line and points out to members 
that it would not be right to assume that the qualifications 
that befit a person for office in the trade union movement, or 
commend him for election by his fellow workers, are always 
the same as those appropriate to a person holding a position 
of executive responsibility. 


+ : * 


Machine Tool Exhibition 


HE need for machine tools in every part of the world is 
greater today than it has ever been. One reason for this 
is that for five years or more machine tools were used at high 
pressure for making weapons of war and many are worn out. 
For this reason alone, therefore, particular importance attaches 
to the present machine tool exhibition, which represents every 
aspect of this diverse and complex industry. Most of the 
machines at Olympia this year, many of which are shown work- 
ing, were made in this country, but something like 25 per 
cent. of the total floor space of over 200,000 sq. ft. is devoted 
to tools and ancillary equipment from abroad for which mem- 
bers of the Machine Tool Trades Association are the importing 
agents. Useful comparisons can, therefore, be made between 
British and American and Continental design, from which it 
is obvious that the British designer in no way lags behind. 
Machine tools produced in this country in 1948 are expected 
to exceed £30,000,000 in value, which compares with less than 
£7,000,000 in 1935, the year after the last M.T.T.A. exhibition 
was held, and of this total the import market should absorb 
60 per cent. This in itself is an indication of the great world 
demand for machine tools. Apart from the urgent need for 
replacing tools, however, there is another reason for the great 
demand, and this was emphasised by Mr. J. Holland Goddard, 
President of the Association, when speaking at the inaugural 
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luncheon on Thursday in last week. Many of the difficu ties 
of the post-war period spring from the fact that in many 
countries there are fewer and fewer hands to produce niore 
and more goods. Increased productivity of the machine is the 
only answer to this problem; intelligent use of the machine, 
indeed, represents our only chance of survival. But, wile 
mass production may be the order of the day, machine tools 
themselves, i.e., the machines that make the machines, cannot 
be mass-produced but remain as always the product of iidi- 
vidual craftsmanship. It is particularly noticeable that, apart 
from the modern tendency to streamline design, the mac! ine 
tools now exhibited at Olympia show development on ea: lier 
designs mainly in greater accuracy and speed ahd simplicity 
of control. Many manufacturers on seeing this display of 
modern means of production will be encouraged to improve 
on their present production methods. 

Today in Great Britain the importance of the machine tool 
industry is recognised an all sides. and several years ago the 
Government itself showed its appreciation of the need for an 
adequate and healthy machine tool industry by the estab|ish- 
ment, on the recommendation of the M.T.T.A., of the Machine 
Tool Advisory Council. The level of production at which any 
industry now can be maintained is largely in Government hands 

like it or not—for with the Government lies the respon- 
sibility to a large degree in apportioning the raw materials 
industry requires. As Mr. Holland Goddard pointed out: * The 
Government has set a standard of production for the machine 
tool industry, and automatically that places on the shoulders of 
the appropriate Government department the responsibility for 
removing many of the difficulties which the industrialist is in 
these days not permitted to handle for himself.” The speaker 
referred to those frustrations encountered by manu- 
facturers in trying to achieve their export targets. and it 
is gratifying to know that negotiations are proceeding with a 
view to removing various export difficulties arising from im- 
port licensing and quota systems. 

Speaking on the same occasion, Mr. G. R. Strauss, Minister 
of Supply, said that the Government fully appreciated the 
serious problems of the machine tool industry. From a long- 
term point of view, nothing could be more important than the 
provision of machines for the re-equipment of British industry, 
but at the same time, because of the high value of machine 
tools and their ready market abroad, equipment had to be 
exported which we would much prefer to keep for our own 
use. One of these days, the industry would have serious 
competition to face, and never must they fall behind jin 
technical advance. They could only succeed in this endeavour 
by constant and vigorous research, and in this connection he 
had been glad to learn of the activities of the Production 
Engineering Research Association, which was doing valuable 
work in—among other things—making exhaustive tests on a 
wide range of machine tools. 

He did not accept the argument that by sending machine 
tools abroad we were enabling the industries of other countries 
to compete with and damage our own industry. To prevent 
other countries achieving industrial prosperity by refusing to 
sell them the equipment they needed would be ineffective in 
that others would step into the breach and provide the tools 
that we held back. 


also 


* * * * 


The Need for Railway Capital 


N these days of socialistic policies, the important part played 
by capital in the national economy is apt to be overlooked. 
How many appreciate that for every employee of the old railway 
companies about £2,000 had been invested in the undertakings 
which provided a more efficient service than we have today? 
Before the war the capital expenditure of our railways was 
approaching £1,200,000,000 and the number of their employees 


was, in round figures, 600,000. Four times the amount of 
capital needed to start a miner at work was required to give 
employment to one railwayman. The National Coal Board, 
with less than one-third of the railway capital, employs 753,000 
persons, of whom 718,000 are miners. A capital sum of not 
more than £500 suffices to add one to the number of coal pro- 
ducers at the pits. That helps to explain why wages and other 
staff costs represent about two-thirds of the National Coal 
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ard’s expenditure, while interest on capital is a small item 

»mparison. 

e bulk of the railway property investment, which passed 
to the British Transport Commission on January 1, accumulated 
before the 1923 amalgamation, but during the five years 1934 to 
1938. inclusive, new capital was spent at the average rate of 
£5,000,000 a year. Some £13,650,000 went on permanent way 
and structures, £9,350,000 on rolling stock, and £2,000,000 on 
docks. hotels, road vehicles, and minor items. Without this 
addition of £25,000,000 to the capital account, facilities could 
not have been improved and plans for reducing operating costs 
could not have been put into effect. The Commission must 
continue this process of putting fresh capital into the railway 
undertaking if British Railways are to restore the pre-war level 
of efficiency and hold their own with new and popular types 
of ‘transport. The Transport Act, 1947, gave the Commission 
power to borrow money by issuing British transport stock to 
mect the cost of capital works. 

The same need for additional capital is felt by the U.S.A. 
railways, Which remain in company ownership, and depend on 
private investors for the supply of adequate funds, though 
many of the companies have followed the example of the Penn- 
sylvania Railroad in putting back money freely from their own 
resources into their property. Prices of American railway stocks 
are at a low level compared with industrial securities, because 
the railways earned only 3-6 per cent. on their net worth in 
1947, whereas manufacturing concerns earned 17 per cent. on 
their value. The railways can obtain new locomotives, car- 
riages, and wagons by issuing equipment trust certificates, but 
cannot raise money in that way for improvements to fixed pro- 
perty, such as “cut-offs” designed to reduce grades and curves, 
the installation of centralised traffic control or the remodelling 
of marshalling yards. Yet without bett-.ments on an extensive 
scale, the railways could not keep operating costs within bounds 
and would lose much of the benefit of installing high-speed 
trains for both passenger and freight traffic. 

Mr. J. G. Lyne, one of the Editors of the Railway Age, our 
American contemporary, took this question of capital supply 
as the subject for a dissertation which he submitted to New 
York University at the end of the war. In February, 1946, the 
treatise* gained for its author the degree of Doctor of Philo- 
sophy and was published recently. It is an exhaustive review 
of a complicated problem, buttressed by ample statistics. Mr. 
Lyne shows that the U.S.A. railways were able to provide 85 
per cent. more freight transport and 126 per cent. more passen- 
ger transport in 1943 than in 1917 for two reasons. First, they 
had an excellent system of management, which did not exist 
during the first world war; second, in the intervening years 
new works had been carried out on such an extensive scale 
that the total property investment was 45 per cent. greater. 

Mr. Lyne doubts whether the railways can move traffic more 
efficiently in future without undertaking fresh programmes of 
betterment to their fixed plant. A steady inflow of capital is 
necessary to maintain the railway service which alone can carry 
America’s basic products at an average rate of about a cent a 
mile. Without that service, the customary standards of civil 
life could not be maintained as the average charge for road 
haulage is in the neighbourhood of 3 cents per mile. Mr. Lyne 
concludes that the railway position would be safeguarded if 
the Government modified its policy of incurring large outlays 
on highways, waterways, and aeronautics, for which compen- 
satory charges are not levied on the users. One of Mr. Lyne’s 
remedies would require the Government to “limit capital 
outlays on future long-haul highways of the ‘ super’ category 
to those which can be financed by tolls levied on users.” We 
heartily agree with that proposal and should like to see it 
adopted by our Ministry of Transport. 

We have enjoyed the perusal of Mr. Lyne’s essay. It is a 
painstaking and unprejudiced review of the railway problem 
left to the American people as a legacy from the second world 
war. May some solution be found, without recourse to state 
ownership, which will leave the U.S.A. railways free to develop 
and te excel the remarkable operating results recorded year by 
year since 1920. 


** The Need of the Railways for Additional Fixed Plant Capital and 
Possible Means of its Attainment,’’ by James Garnett Lyne. Simmons- 
gee Publishing Company, 30, Church Street, New York, U.S.A., 
Price $2. 


THE RAILWAY 


GAZETTE 


Victorian Railways 


NDUSTRIAL disputes not only affected adversely the work- 
ing results of the Victorian Railways for the year ended 
June 30, 1947, but are held in the commissioners’ report to be a 
possible deterrent against recruits joining the railway service. 
They feel sure that the great falling off in the number of youths 
and adults who formerly sought railway careers has been con- 
tributed to largely by the stoppages of work, and the propa- 
ganda associated with ever-increasing industrial demands, which 
wrongly give an impression of harsh working conditions and 
of a generally undesirable sphere of employment. This view 
merits serious consideration in all parts of the world at the 
present time, for, quite apart from any implication of unsatis- 
factory service conditions, it is quite possible that even today 
there may be a considerable body of young men who would 
think twice about entering employment where their work is 
likely to be interrupted periodically by the whims of a trade 
union. 

The serious strikes to which the report refers began in Sep- 
tember, 1946, when there was a one-day strike of goods guards. 
A general one-day stoppage occurred on October 7, while from 
October 21-29, railway services throughout the State had to 
be suspended because the great majority of tramway and rail- 
way employees ceased work. Early in 1947, a strike of mem- 
bers of the Amalgamated Engineering Union spread to country 
workshops and depots of the railways, and inspired a sympa- 
thetic stoppage on the part of one of the railway unions. 

The disturbances recorded in the preceding paragraph were 
reflected in a deficit for the year of £1,482,168, which marked 
a retrogression of £1,419,768 compared with the preceding year. 
A loss of revenue estimated at over £1,150,000 must be attributed 
to the strikes. Another difficulty was the persistent shortage 
of coal, which again imposed heavy restrictions on train ser- 
vices and adversely affected passenger and goods earnings. 
Passenger revenue was £944,260 less, but a good wheat harvest 
and the maintenance of a high level of general traffic to some 
extent offset the losses caused by interruptions of traffics, and 
brought total receipts from goods and livestock to £350,000 
higher than in 1945-46. The following table compares some 
operating results for the two years:— 

1945-46 1946-47 
Route-mileage ... 4,74 


Passenger journeys 
Goods tonnage ... 


748 
170, 164,983 
6,861,817 

£ 


4,748 
196,117,567 
6,609,077 
£ 
Gross revenue 
Railways 
Electric tramways 
Road motors 
Total a “a “ee ae 
Working expenses charged to railway revenue 
Net revenue... ia — pe ond ‘ 
Total interest, exchange, etc.... 2,215,163 2,137,342 
Deficit 62,400 1,482,168 


Serious concern is felt at the prospects of traffic being lost 
to other forms of transport by reason of the railways not being 
in a position to provide services as satisfactory as they could 
wish. This has been due in the year under review partly to 
the industrial disputes, but is a problem of longer standing 
caused by the low coal allocation. It is emphasised that a 
large proportion of the New South Wales seaborne coal coming 
to Victoria each week was allocated to industries which could 
burn brown coal successfully, leaving a greater quantity of large 
black coal to be allotted for railway use. Since the report 
was issued, the commissioners have announced their intention 
of inviting tenders for 12 main-line diesel-electric locomotives, 
and their representatives have made an intensive study in 
Europe of methods of using brown coal in locomotives. Mean- 
while, country passenger services have been about 50 per cent. 
below normal for some time past, and this reduction continues 
to act to the detriment of railway prestige and revenue. 

Suburban electric train services had to be curtailed as from 
March 24 on account of the dispute of engineering workers, 
and were reduced progressively until they ceased altogether on 
April 14, when the unions concerned withdrew key men from 
the Newport power house. A restricted service was restored 
on May 8, and by the end of that month practically the whole 
service was running again. To combat the shortage of coal for 
main-line services, 76 locomotives were converted to burn oil, 
and firewood was used as a locomotive fuel on shunting engines 
and branch lines. Both these expedients added greatly to oper- 
ating expenses. 


14,675,049 
86,558 
6,715 
14,768,322 
12,615,559 
2,152,763 


13,576,885 
73,669 


655,174 















LETTERS TO THE EDITOR 


(The Editor is not responsible for the opinions of correspondents) 




















Frontage of Kings Cross 


H.Q. 3 Rly. Unit, 
B.A.O.R. 15. August 4 
To THE EpitorR OF THE RAILWAY GAZETTE 
Sir,—One of the aerial views in your issue of July 23 recalls 
the beautiful front of Kings Cross Station. Is anything being 
done to remove the cluster of ugly little buildings just in front 
of the station, and to reveal this fine fagade? 
Yours faithfully, 
J. D. WYMER, 
2nd Lieutenant, R.E 




























































































Future Mechanical Engineers 


Thurloe Square, 
London, S.W.7. August 18 
To THE Epiror OF THE RAILWAY GAZETTE 

Sir,—It would be interesting to know the policy of British 
Railways as to finding their future mechanical engineers. 
Will they retain the time-honoured pupil and premium 
apprentice system, or will they advertise in the press for trained 
men from “ outside ’’? 

On the other hand, perhaps they have in mind a plan to 
modernise the pre-nationalisation methods, and speed up 
the training of their own men by use of the most up-to-date 
means, with equal opportunities for all. 

Before the war, a locomotive works apprenticeship com- 
bined with night-school study (for which the company usually 
paid) was acknowledged to be one of the best general engi- 
neering trainings available. If our railways are to increase 
their technical ‘efficiency, surely a steady flow of young engi- 
neers will be essential. At present, the chief dissuasion to 
young men seems to be the poor salary paid to the junior and 
medium staff grades, compared with those at the top of the 
tree. 

It is to be hoped that the new owners will do all in thei: 
power and use their imagination to make railway engineer- 
ing an attractive and worthwhile career, so as to recruit the 
best and keenest types of young man. 

Yours 




































































































































































faithfully, 
R. M. TYRRELI 


Shorter Trains and More of Them 


Birmingham. August 16 
To THE Epitor OF THE RAILWAY GAZETTE 

SiR,—Many of your readers must have been grateful to Mr. 
Cecil J. Allen for his protest, under the heading of “ Streamline 
Trains” in the July 30 issue, against the dispersal by British 
Railways of the streamline rolling stock. I can add one 
further objection to those raised by Mr. Allen, namely, the 
very unsatisfactory external appearance of certain North Eastern 
Region main-line trains resulting from the inclusion of odd 
units of this stock. 

Many of your readers who, like myself, have been reading 
Mr. Allen’s articles in The Railway Magazine almost since 
he started writing them, will, I feel sure, also share with me 
some degree of ‘surprise at his apparent acceptance, without 
protest, of the indications that British Railways have no inten- 
tion of restoring the magnificent streamline services which were 
instituted by their London & North Eastern Railway pre- 
decessors. 

In February, 1935, you were good enough to publish a letter 
from myself drawing attention to numrzous shortcomings in 
British passenger train services, and, in particular, to the way 
in which British train speeds had lagged behind the standards 
then being ‘set up in other parts of the world. That letter 
happened to be written shortly before the announcement of the 
“Silver Jubilee” service, which heralded the remarkable 
progress of the years 1935-39, 

I must therefore confess that I was somewhat shocked by 
the article in your issue of July 16 entitled ‘“ Shorter Train's and 
More of Them.” By all means let us have more of them, 
when rolling stock and trained staffs are available, but when 
The Railway Gazette talks of 4-hr. schedules to Manchester 
and Liverpool, eight hours to Edinburgh, and eight-and-a- 
quarter to Glasgow, I feel it is high time to protest! Surely 
six hours to Edinburgh is a standard which must one day be 
restored. 

Incidentally, I agree entirely as to the need for extensive 
timetable revision in the near future, and I would urge that 
this revision should take far more serious account than the 























































































































































































































































































































262 THE RAILWAY GAZETTE 


September 3, 148 


individual companies did in the past of the importance of 
inter-city traffic, as distinct from the traffic to and from Lo; don. 
Many of these services, bad enough before the war, are no hing 
short of atrocious today. To quote but one example which, 
for my sins, | am repeatedly called on to endure: the average 
speed of the five principal services from Birmingham to | ‘ver- 
pool—both cities of some slight importance—is 32 m.p.h., and 
in the reverse direction 29 m.p.h. I trust that even The 
Railway Gazette will hold no brief for this speed level! 

One final word on high-speed services. The London & 
North Eastern streamline trains did in fact provide facilities 
which otherwise would have been non-existent; unless the 
“Coronation” had completed the journey from London to 
Edinburgh in six hours, it could not have provided a late 
afternoon service of any practical value because it would have 
had either to leave too early or arrive too late—a most impor- 
tant point which I think has too often been overlooked. 

Yours faithfully, 
W. G. POLACK 

[The “Silver Jubilee and “ Coronation” expresses of the 
L.N.E.R. and the “Coronation Scot” of the L.M.S.R. were 
all short trains—* Silver Jubilee,” 7 coaches with 82 first class 
and 150 third class seats; “* Coronation,” 9 coaches with 48 first 
class and 168 ‘third class seats; “Coronation Scot,” 9 coaches 
with 82 first class and 150 third class seats. So it appears that 
what our correspondent really wants is “Shorter Trains and 
More of Them.”—Eb., R.G.] 


Station Name Signs 


The Gyles House, 
Pittenweem, Fife. August 

To THE EDITOR OF THE RAILWAY GAZETTE 

Sir,—The letter from T. Austin in your issue of August 6 
is very much to the point, and you may be interested to know 
that I took up this subject with the L.M.S, at Warford in 
April, 1946. 

My letter was couched in the following terms:- 

There would seem to be a great number of stations on 
your system which have the same names, and, I must admit, 
these names are easy to read—but they are of no help to the 
traveller. I refer to such names as BOvrRIL, SWAN VESTAS, 
STEPHENS, but the name of the place may be found with luck: 

* THIS DIFFICULTY DOES NOT ARISE ON THE UNDERGROUND 
LINES OF LONDON TRANSPORT—the name of the station can 
always be found, however many advertisements there may be. 

“ My suggestion is that you adopt some similar distinctive 
form in which you can display the name of each station on 
your system—and to be arranged at frequent intervals along 
the platform in the same manner as London Transport.” 

Their reply, dated May 6, 1946, was, in part, as follows: 

A We are very much alive to the point you make 
in regard to station names, and are at present considering 
very carefully the better and more prominent display of station 
name boards and directional signs. Experiments in types and 
colours are being conducted 05 pee 

What's the hold-up? 

Yours faithfully, 
G. RICHARD PARKES 


Size of British Railway Wagons 


Eynesbury, St. Neots. 
August 16 
To THE EDITOR OF THE RAILWAY GAZETTE 

Sir,—May I assure Mr, A. J. Boyd, whose letter appears in 
your issue of August 13, that | was aware that high-capacity 
wagons were built by British firms for some foreign railways? 
But my point was that this trade would be vastly increased by 
mass-producing them to reduce our own transport costs. Be- 
cause of these, many countries have been buying from foreign 
firms. As an example, long before the war, the South African 
railways were continually placing large orders in Germany be- 
cause, they said, it was detrimental to their national economy 
to pay the high — demanded by British firms. 

Mr. Duncan Bailey complains that I continue to ignore his 
charge that my remarks are not in accordance with the facts. 
But he has never yet stated what “facts”! In referring to 
the L.M.S.R.’s 40-ton wagons, he fails to realise that that com- 
pany was not responsible for providing wagons for general 
coal traffic. The number they originally built (30 or more) 
was probably nearly sufficient to carry their own coal; as it 
resulted in a great speed-up in the turn-round of wagons, with 
a consequent drastic reduction in the number required. In a 
demonstration, 480 tons of coal were unloaded from 12 of 
them in a few minutes, and the wagons returned to the collieries 
at once—instead of being delayed 10 days. The late Lord 
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stamp also explained other economies from them in one of 
his first addresses to the shareholders. 

Challenging me to substantiate my statement that wagon 
builders have misled and prejudiced traders against larger 
wagons, Mr. Bailey has forgotten that, in your issue of July 
19, 1946, he asserted that it was “ridiculous to suggest that 
30-ton and 40-ton wagons could be used in this country "— 
oblivious of the fact that 80-ton locomotives are always 
running about colliery and other private sidings! 

The persistence in using hosts of small wagons has created 
enormous unnecessary working expenses, and heavy delays to 
traffics. In contrast, the remarkable rise and high prosperity of 
the U.S.A. since 1890 has been due simply to the very low 
transport costs attained through building larger and still larger 
wagons. Prior to that period, neither the U.S.A, nor Germany 
(which uses half the number of our wagons) could compete 
with Great Britain for overseas trade in coal, and iron and 
steel goods. 

Through this failure to understand the economics of trans- 
port, the Ministry of Transport has adopted 16-ton wagons— 
again oblivious to the fact that three of them absorb 22} tons 
of steel, against 15 tons of a modern American 50-ton wagon. 
In the aggregate, an enormous waste of steel is being incurred 
at the expense of, and detriment to, other industries. 

‘ Yours faithfully, 
E. R, B. ROBERTS 

{In his persistent advocacy for the general use of 40-ton 
wagons on British Railways and airy disregard of all objections 
thereto, does Mr. Roberts go far enough? Why stop at 40 
tons? Surely the logical conclusion of his argument is that 
one monster wagon could carry all the traffic of British Rail- 
ways!—Epb., R.G.] 


The Distant Signal 


40, Bridge Road, Lancaster. 
August 21 
To THE Epitor OF THE RAILWAY GAZETTE 

Sir,—In reference to the letter by Mr. E. R. B. Roberts in 
the August 20 issue, under the heading “ The Distant Signal,” 
no signalling system yet devised can prevent the failure of the 
human element. As one with 42 years of footplate experience, 
I consider our signal engineers have done a grand job of 
work. Comparing present-day signalling with, say, 20 years 
ago, the results are remarkable. To suggest that the distant 
signal should be a stop signal would be to put a 25 m.p.h. 
speed restriction on all trains. Without wishing to be sarcastic, 
I am of the opinion that his knowledge of our signalling 
system and braking distances of high-speed trains is not up to 
date, otherwise he could not have written such a letter con- 
demning our signal engineers, who are constantly making im- 
provements, and whose first consideration in all alterations and 
new work is to make it the best possible for the driver. 

Yours faithfully, 
W. BATES 


Regional Loyalty 


Naval & Military Club, 
Piccadilly, London, W.1. August 16 
To THE EpitorR OF THE RAILWAY GAZETTE 

Sir,—Human nature being what it is, I feel sure that the 
British Railways people are making a psychological error in 
standardising uniforms, liveries, and ‘so on, for all Regions. 
This very tendency had to be reversed on the Chinese National 
Railways. The Chinese proverb says: “ Where all the world is 
one country, there can be no patriotism.” One cannot have 
esprit de corps unless there is some rival corps! In China 
therefore the advantages of complete standardisation were 
deliberately sacrificed to foster esprit de corps in the staff. 
The human factor once again, if you like, but, it is all part of 
leadership and man-management. How nice it would be if 
human beings had no human feelings—prides, prejudices, and 
frailties—if they were as heroic and obedient as lead soldiers. 
But they aren't; they have to be humoured, and coaxed, and 
sometimes driven. The “leader” is the man who knows when 
to coax and when to drive. But there is little chance at 
Present for the personal “leader” on the railways, so for the 
time being reliance should be placed on inherent and inherited 
loyalties. Loyalty of any sort, especially at the present time, 
is far too precious an asset to be thrown away, but I much fear 
that that is what is happening to a considerable extent today. 

The railways are asking the public to choose railway colours. 
In my opinion the public doesn’t matter in this respect nearly 
as much as do the railway staff. An old Great Eastern guard 
told me the other day that he’d give a third of his pay to be 
back in the old G.E. days—‘* Lord Claud, he knew us, and we 
knew him.” A few weeks ago I was ‘speaking to a dining 
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car steward at Euston, and asked him what he thought of 
nationalised railways. “Well, perhaps it'll be better than 
being a branch of the b——y Midland.” “Surely,” I said, 
“you are not old enough to have been an old North Western 
man?” “Oh no, Sir, but we’re a Crewe family...” That 
was 5 weeks, and not 25 years, ago! Local patriotism. A 
precious possession, and it is running to waste. That is why, 
in China, we standardised statistics, accounting, permanent 
way, bridges, wagons, and the wearing parts of locomotives 
and carriages only, and in other respects gave the various lines 
(which were allowed to retain their names) full scope to differ 
in design, livery, and so on, and thus to retain healthy rivalry 
in smartness and efficiency. 
Yours faithfully, 
KENNETH CANTLIE 


Accommodation on the West Highland Line 


¢/o Campbell’s Hotel, 
Broadford, Isle of Skye. August 8 
To THE EpItoR OF THE RAILWAY GAZETTE 

Sir,—When on the evening of Friday, July 30, I had occasion 
to travel to Fort William by the 7.30 p.m. from Kings Cross, 
I, in common with several score intending fellow-travellers to 
the West Highland line, was amazed to discover that the Fort 
William portion of “ The Aberdonian” consisted of two sleep- 
ing cars and one corridor-brake containing three first and three 
third class compartments; of the third class accommodation two 
complete compartments were reserved for invalids, leaving 
six seats available for use by “ the ordinary travelling public!” 

While the facility of through travel between London and the 
West of Scotland is appreciated, and the operating difficulties 
are in sOme measure understood, is it not reasonable to ask 
whether accommodation rather more in keeping with public 
demand at the height of the summer could not be provided, 
and even, perhaps, why the proportion of invalids to other 
passengers is expected to reach the figure of two to one? Since 
making my journey I have learnt that the conditions outlined 
above are in no way abnormal on this particular train. Has 
no whisper reached the ears of the hierachy? 

Yours faithfully, 
C. MCK. CRAY 


Dining Car Improvements 


43, Rufford Road, 
Edwinstowe, Notts. August 25 
To THE Epiror OF THE RAILWAY GAZETTE 

Sir,—Il wish to comment on the announcement by Lord 
Inman that passenger coaches are to be fitted with pulleys 
to enable attendants to serve meals in compartments, as printed 
in the newspapers dated August 24. 

Whilst it is reasonable to expect that this proposed contrap- 
tion would be inexpensive to equip on one or two set trains, 
to make it available for all dining cars would mean equipping 
all coaching stock on the railways, as some trains that have 
a dining car have five or six sets in their “ link.” 

This would involve an immense expense of time and money, 
and if it has to be recovered on the present charge for meals, 
it would be a few decades before this unnecessary expenditure 
was repaid, unless the taxpayer was further burdened. 

I say unnecessary expense, for, if the Railway Executive 
spent a little time and trouble, they would find that the people 
for whom this expense is used are in a minority—except for 
invalids, etc——usually snobs, who cost the railways more in 
trivial and useless attention demanded from staff than is paid 
for when they procure a ticket. 

Finally, has Lord Inman considered his staff, battling their 
way down a corridor crowded with people, furious at having 
to stand and abusive to the attendant stumbling over luggage 
and squeezing and apologising his way to and fro? 

Surely it would be more opportune to modernise the dining 
car. By that I mean the kitchen and pantry, which are hope- 
lessly out of date—the old fashioned ice box, with no hygienic 
method of giving clean ice for drinks in summer, bread, etc., 
cut whilst dirty pots are washed in the same small cramped 
place, or a decent cool dress for the staff, instead of the same 
uniform summer and winter, with sweat dropping on your food 
as they serve you. I could go on and on, but that is enough 
for now. 

In closing I should add that I refer to the London Midland 
Region. 

I don’t think for one moment that this letter will be pub- 
lished; at the same time I shall read your future publications 
with an even closer scrutiny. 

Yours faithfully, 
W. FULLALOVE 
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The Scrap Heap 


A Bap START FOR THE HOTELS EXECUTIVE 

An inquiry was held at Kings Cross 
Station recently into cases of food poison- 
ing among passengers in “The Flying 
Scotsman.” Several were taken ill after 
meals in the dining car on the journey from 
Kings Cross to Edinburgh. Four were 
taken to hospital. 

A British Railways official said that it 
was hoped to issue a statement later. 

One passenger, who was treated for 
gastro-enteritis in Edinburgh Royal In- 
firmary, said she felt ill after having lunch. 
—From “The Star.” 

* * ” 


Foop ON WHEELS 

The ‘snack meals service was to be 
developed, and experiments were now 
being made in England with a trolley ser- 
vice, which would serve passengers unable 
to get accommodation in the dining car. 
In crowded trains there would be diffi- 
culty in getting a trolley along the corri- 
dors, and further experiments were being 
made with a pulley service, by which food 
might be carried along above the heads 
of passengers in the corridors. These 
experiments would also be tried on Scot- 
tish trains—Lord Inman on_ Railway 
Catering. 

Sir,—I was interested to read of British 
Railways’ experimental trolleys being used 
to take food to railway compartments 
over the heads of standing passengers. 

It is encouraging to learn that corridors 
will continue to be used in the future by 
passengers who pay for seats. 

Having ona recent occasion been unable 
to reach the dining-car owing to crowded 
corridors, may I suggest an even more 
novel technique for providing meals. The 
new scheme ‘should be run in reverse, 
that is, passengers should be transported 
by conveyor from compartment to dining- 
car. 

I trust this suggestion will provide 
British Railways and Lord Inman with 
plenty of food for thought—J. Pearl, in 
a letter in “ The Daily Telegraph.” 

* * * 


WHAT SMOKERS DO 

Smokers, I know, are estimable people 
with hardly a single fault, other than 
burning up annually many millions of 
dollars which we have not got; setting fire 
to more property than all the criminals 
who have been convicted of arson in our 
courts ever since the Middle Ages; wasting 
lashings of scarce manpower, petrol, and 
materials in the pursuit of their addiction; 
demanding endless supplies of cases, 
lighters, holders, posters, advertisements, 
and even special sweets and toothpastes to 
bolster up the illusion that smoking is not 
much more troublesome or harmful than 
not smoking; filling our rooms, offices, 
restaurants, carriages, and even telephones 
with persistent foul and fetid odours; 
grinding dirty ashes into our carpets and 
chairs; puffing smoke in our faces; and 
boring the rest of the community stiff 
with their grouses and mishaps. I hasten 
to add that they pay special taxation which 
must now cover a considerable proportion 
of the actual economic loss which they 
annually inflict on the nation, so far a's it 
can be paid for in sterling as distinct 
from dollars or general inconvenience. 

Non-smokers are mostly broad-minded 
and would hate to appear prejudiced, but 
should not smokers bear in mind, before 
they work themselves up into too much 
indignation, that tolerance is also de- 
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manded for those who do not smoke, but 
are merely smoked at? For reasons 
which you, Sir, will appreciate I must sign 
myself simply—A Non-Smoker.—From a 
letter to “ The Times.” 

* * o* 


RAILWAYS Pay £8,500 Te MAIMED 
; WOMAN 

A woman has received a cheque for 
£8,500 from the British Railway Executive 
as an ex gratia payment. She was on her 
way to work, at Seven Kings Station, 17 
months ago, when she stumbled on the 
platform and fell in the path of a train. 
The engine and several coaches passed 
over her, severing both legs. While she 
was fully conscious the train had to be 
backed over her before she could be re- 
leased. She was a year in hospital. Because 
she had a workman’s ticket at the time of 
the accident she was unable to claim com- 
pensation from the railway. 


* * * 


100 YEARS AGO 
From THE RAILWAY Times, Sept, 2, 1848 


It happened on the 16th of last month that, 
with singularly bad luck, a question put by 
Mr. GLApsToNsE to the President of the Board 
af Trade and Chief Commissioner of Railways, 
placed the practical utility of the Railway Com- 
mission in a most unpleasant juxtaposition 
with the amount of cost at which it exists. 
Mr. GLapsToneE stated that 

‘* He had heard that the Great Western Railway 
Company had raised their charges for goods and 
passengers enormously above the maximum of the 
Act of Parliament; and he wished to know whether 
Government had taken any steps to see the law and 
the public rights properly observed.” 

We can not stop to inquire into the sources 
of that information from which Mr. Guiap- 
STONE gathered the grounds of his accusation 
—so wide and so emphatic—but we find that 

** Mr. Labouchere said that the advance of fares 
by the Great Western Company had not escaped 
hjs notice. He had referred the matter to the law 
officers of the Crown, and they had reported that 
the Company were in the wrong; but, on the 
other hand, the Company had consulted Sir F. 
Kelly, and his opinion was in direct opposition 
to that of the Crown lawyers. He had not as yet 
resorted to the extreme measure of stopping the 
Company’s Bills now in progress through Parlia- 
ment, but had referred the whole matter to the 
solicitor for the Treasury. That gentlemen had only 
sent in his report that morning, and as soon as he 
(Mr. Labouchere) had read it he would not hesitate 
to exercise those powers with which the law had en- 
trusted him to compel the Great Western Company 
to comply with the provisions of the Act of Par- 
liament.”’ 

Now, out of the back parlour or library of 
some country justice we suppose that such a 
course of proceeding could hardly have been 
looked for. ‘The Chief Commissioner admits 
that the advance of fares “had not escaped 
his notice:” he “had referred it to the 
law officers of the Crown, and they had reported 
that the Compary were in the wrong.” Very 
well; what would any rural Mrpas, acting 
upon the advice of his clerk, have done 
—and have been justified in doing—in case of 
an excess upon a turnpike-toll? Why, he 
would have imposed a fine, and left the ex- 
torting party to the remedy of an appeal. 
But, because the party complained of arms 
itself with an opinion directly adverse to that 
of the legal advisers of her Majesty, the whole 
matter is referred to the Solicitor of the 
Treasury, another and subordinate law officer 
of the Crown. Why should the opinion of 
this functionary be more conclusive? Why 
should not Messrs. W. O. and W. Hunt, 
on behalf of the Company, be next allowed, 
by their interpretation of the Great Western 
Company’s Acts, to show that their clients 
haye not exceeded the tariff permitted by law ? 
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OVERSEAS RAILWAY AFFAIRS 


(From our correspondents) 


SOUTH AFRICA 


Suburban Passenger Traffic 


In the six months ended March 31, 
1948, 45,789,277 passenger journeys were 
made on the suburban train services of 
the Witwatersrand. This represents an 
overall increase of 2,429,988, as compared 
with the corresponding period of the pre- 
vious year. The exvansion of non-Euro- 
pean traffic is a problem of major import- 
ance to the railway administration, which 
in the last year has been unable to in- 
crease its third class suburban coach 
stock, although there has been a steady 
increasc in passengers. In the last ten 
years, third class suburban passenger 
traffic has increased by 394 per cent., and 
there is a great difficulty in transport- 
ing this volume of traffic with equip- 
ment that has remained almost. static. 
South African railway workshops have 
turned out 17 third class suburban coaches 
in the last year, but this represents only a 
fraction of actual requirements. 

The total number of passenger journeys 
made on the South African Railways dur- 
ing the financial year ended March 31 
last, was 243,694,986. For the preceding 
year the gross total was 240,841,062. The 
Witwatersrand remains the centre with the 
heaviest suburban traffic. The Cape Pen- 
insula. recorded 40,131,408 passenger 
journeys during the six months ended 
March 31, 1948. a small increase on the 
corresponding period of the previous year. 


WESTERN AUSTRALIA 
Twin-Engine Bogie Buses 

Two new Cheetah-type buses built in 
Melbourne to the order of the Western 
Australian Government Railways have 
been delivered in Western Australia and 
placed in service on the department’s 
newly-organised road passenger services. 


carried by the bogie. The bogie has a 
driving axle of conventional form with 
standard differential gear, and the axle is 
square with the bogie frame at all times. 
Steering is by the usual drag links attached 
to the front wheels of the bogie, but actu- 
ated by hydraulic cylinders transmitting 
motion from the steering wheel, where 
similar hydraulic cylinders are mounted. 
The bogie enables the vehicle to negotiate 
sharp turns without difficulty, the bus 
turning practicaliy in its own length. 

Motive power is provided by two Mer- 
cury V8 engines, one mounted on the 
bogie and driving the rear axle of that 
unit, while the other is mounted on a 
sub-frame to drive the rear wheels of the 
bus. Transmission in each case is by 
standard four-speed gearbox and differen- 
tial. The rear engine faces to the rear, 
so that its radiator is the rearmost com- 
ponent. A free-wheel device is incorpor- 
ated in the cardan shaft of the rear engine. 

Provision is made in the vehicles for 
a supply of iced drinking water. Flettner 
roof ventilators have been fitted. The 
new buses seat 44 passengers and form a 
useful adjunct to the department’s road 
services, particularly on the heavy traffic 
routes. 


ARGENTINA 


Future of Buenos Aires Transport 

No development has been publicly re- 
ported since the Argentine Government, 
early in August, sent a message to Congress 
requesting urgent consideration of 
measures to remedy the situation of the 
Buenos Aires Transport Corporation. 
Private holdings in the Corporation (of 
which the Anglo-Argentine Tramways 
Company’s is by far the largest) exceed 
300 million pesos, and some quarters 
wonder if the Argentine Government is 
willing or able to pay that amount at the 
moment. If Congress now solves the 
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The similar question of the sterling 
debentures of the Buenos Ayres Central 
Railway is believed to have been already 
re-opened. There is some reasun to be- 
lieve, also, that Seftor Miranda contem- 
plates shortly again taking the transport 
and tramways questions into his own hand, 
and that he and President Peron have not 
changed their view that the best solution 
would be expropriation at fair prices 
While regarding the question as open and 
still obscure, well-informed quarters are 
less pessimistic than before. 

The government’s message to Congress, 
transmitting the extensive report of the 
investigating committee which was ap- 
pointed some months ago pointed out that 
the Corporation had run into financial 
difficulties since its creation. The govern- 
ment had had.to assume the Corporation’s 
financial commitments, take over its de- 
benture funds, and replace the directors by 
a state trustee. The Corporation’s finan- 
cial situation had been worsened by the 
need to buy new vehicles, and by substan- 
tial salary increases in accordance with 
the government’s social programme. By 
the end of this year the Corporation’s in- 
debtedness to the state would reach 430 
million pesos. Accordingly, the govern- 
ment had appointed a committee to draw 
up a report “which the government now 
submits to Congress for the enactment of 
whatever measures it deems necessary to 
remedy the situation in the best interests 
of the state and in order to ensure a con- 
tinuation of the services of the Corpora- 
tion, which are of vital importance to the 
population of the city of Buenos Aires.” 


ITALY 


Railway Reconstruction 

According to recent reports, repairs and 
reconstruction in the three southern rail- 
way regions of Naples, Bari, and Reggio 
Calabria. and in Sicily, have been com- 
pleted, although not all lines are back to 
pre-war standard. Only two of all the 
temporary bridges which were erected as 
an urgent post-war measure have not yet 
been replaced by permanent structures, 


Bus seating 44 passengers, operated by the Western Australian Government Railways 


The new buses make a total of three of 
this type now in service, the first having 
been purchased from a Victorian road 
transport firm after giving good service in 
that State. 

The Cheetah bus is of unorthodox de- 
sign, and was designed and built wholly 
in Australia. The chassis consists of a 
Welded lattice underframe about 45 ft. 
long, with a four-wheel bogie under the 
front portion, which rests on a turntable 


Corporation’s immediate problem by let- 
ting it raise its fares, the way would be 
cleared for some solution of the overseas 
holdings, which President Peron and Sefior 
Miranda are known to desire. The time 
would then be nearer to the negotiation of 
the 1949 meat contract for Britain, in 
which the payment for these relatively 
small assets would be a much smaller 
problem than was the payment for the 
railways. 


namely, the large double-track bridge 
carrying the western Rome—Naples main 
line over the Volturno river, and, on the 
Messina—Palermo main line, the bridge 
over the Santo Stefano river. Preliminary 
work is in hand for the replacement of 
both structures by permanent bridges. The 
automatic block on the Rome—Naples 
main line, the installations of which were 
totally destroyed, has not yet been re- 
placed. For the new installations a new 
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system. has been devised, incorporating 
codified currents with repeater signals on 
the locomotives. 

Once the Rome—Naples line has been 
so equipped the method is also to be 
adopted on the Rome—Fl i 
line. So far, the signal installations on 
the Messina—Syracuse main line have not 
been restored to pre-war standard. The 
final reconstruction of Naples Main, 
Foggia, Cassino, Battipaglia (Naples— 
Reggio Calabria main line), and Formia 
(western Rome—Naples main line) stations 
has not been completed. 


DENMARK 


State Railways Results 

The working results of the Danish State 
Railways in the year ended March 31. 
1948, showed a slight decrease compare d 
with the preceding year. The better fuel 
situation made it possible to improve 
passenger train services considerably, so 
that about 80 per cent. of the train-km. run 
before the war were achieved. Although 
the overcrowding of the trains was thereby 
reduced, most trains were still overcrowded, 
as the number of journeys is far above 
that of 1938-39. In the Copenhagen 
suburban area the number of journeys 
amounted to 55-8 millions, a slight de- 
crease from the preceding year’s 56°6 
millions. The number of geods traffic 
train-km. was slightly reduced. The fall 
of 4 per cent. in goods traffic was mainly 
because traffic in home-produced brown 
coal and peat, although still heavy, did 
not reach the same volume as the year 
before. Further, competition from coastal 
shipping and from road hauliers for many 


Publications Received 
The Railwaymen’s Year Book, 1948-49. 


London, W.C.1: Railwaymen’s Publica- 
tions Limited, Vernon House, Sicilian 
Avenue. 84 in. x 54 in. 112 pp. Fully 
illustrated. Paver covers. Price 2s. 6d. 
The latest edition of this illustrated refer- 
ence book for railwaymen has been exten- 
sively revised to cover the new organisation 
of British transport, one of the new 
features being details of the composition 
of the British Transport Commission and 
its Executives. Other such matters dealt 
with include changes in railwaymen’s con- 
ditions of service and privileges, and regu- 
lations concerning compensation for loss 
of office. General information is given on 
a variety of topics, such as British crack 
trains. railway trade unions, railwaymen’s 
gardens, income tax, and railway police, 
and makes the booklet valuable both for 
speedy reference and as a means of stimu- 
lating a wider interest among railwaymen. 
A suitable foreword is given by Mr. Alfred 
Barnes, Minister of Transport. 


Concrete for the Contractor. By Noél 
D. Green. London: Crosby Lockwood & 
Son Ltd., 20, Tudor Street, E.C.4. 83 in. 
x St i 185 pp. Illustrated. Price 
12s. 6d—To meet the needs of practical 
men in complying with increasingly de- 
tailed svecifications and greater strictness 
in their administration. and without going 
into excessive theory or normal practical 
advice, this work sets out to explain the 
general theories behind the new control 
and advise the contractor on the best use 
of modern plant. Such subjects as speci- 
fications, choice of aggregates and their 
grading, and the quantity of water that 
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kinds of goods is now increasing again. 
The falling trend of the goods traffic con- 
tinues, but it is still more than double that 
before the war. 

Working expenses rose by over 12 per 
cent., mainly because of higher wages; a 
considerable increase in the number of 
staff employed (3:7 per cent.); and further 
higher fuel cost. This was offset by a con- 
siderable increase in the receints from 
both passenger and goods traffic owing 

mainly to longer journeys and _ longer 
average hauls, so that the final result, after 
deduction of expenditure, is a small deficit 
of only 0-7 million kroner. Of the total 
train mileage, about 58-8 per cent. was 
worked by steam locomotives, 33-0 per 
cent. by diesel traction, and 8-2 ver cent. 
“< electric multiple-unit trains. The State 

Railways ferries and ships covered 841,400 
km. during the year. 


GERMANY 


Reichsbahn Locomotive and Wagon- 
Building Programme 

Because of the restriction imposed on 
the German industry by the Potsdam con- 
vention, the building of new locomotives 
is not at present possible. The only way 
of alleviating the shortage of locomotives 
is the gradual restoration to working 
order of war-damaged locomotives not 
beyond repair. To facilitate running re- 
pairs and increase availability between 
general repairs, the number of locomotive 
types, at present 98, is to be reduced, at 
first to 46 types, then to 20 types. 

A survey of locomotives in unservice- 
able condition will result in the condemna- 
tion of many. If this programme is 


should be used in different circumstances 
are discussed in detail. Chapters are also 
allotted to inspection, testing. pumping 
concrete, and plant generally of all kinds 
and for different sorts and sizes of job. 
Over 40 pages are devoted to plant, which, 
in common with other subjects dealt with, 
is fully illustrated. Nor are important 
matters such as shuttering omitted, while 
the practicability of control and future 
developments are also discussed in this 
useful work, which concludes with some 
handy data on concrete. 


Wings Over the Channel.—By Michael 
Romain. Published by Jersey Morning 
News. 10 in. x 8 in. 48 pp. _ Iilus- 
trated.—This is a record of a daring and 
fascinating venture, the Channel Islands 
Airways Company which lost its identity 
on April 1, 1947, when it was absorbed 
by British European Airways, although 
the Channel Isles fought hard to retain it 
as a separate or associated undertaking. 
It was in December, 1933, that the first 
aircraft of the newly-constituted Jersey 
Airways Limited, the forerunner of 
Channel Islands Airways, took off from 
Jersey to Portsmouth, and thus realised 
the ambitions of W. H. Thurgood, 
formerly Managing Director of a large 
London omnibus company, who foresaw 
the great possibilities of a regular Anglo- 
Channel Islands air link. The Great 
Western and Southern Railways recognised 
early the importance of the service— 
having already done much to popularise 
air travel—and in 1937 both took shares 
in the company. The aircraft and 
personnel served honourably during the 
war, and immediately after the German 
surrender of the islands the resumption of 
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realised, it is believed that the nurnber of 
serviceable locomotives in the bi-zone 
alone will be increased to some 1:',000 jn 
a few years. It is doubtful whether the 
first batch of 1,000 locomotives intended 
for repair by March, 1949, can be dealt 
with in time, because of labour diificulty, 

The wagon-building programme ‘or this 
year envisages the construction of 31,00) 
goods wagons, including 3,000 high. 
capacity wagons. Orders have already 
been placed, but no decision has beep 
taken yet as to the types of wagon which 
are to be ordered additionally, more go 
as there is a_ stringent shortage of 
materials, particularly iron and timber. 
The wagon-building industry is unuble to 
deal with more wagons while the present 
shortage of Jabour lasts. The repair of 
heavily-damaged categories (G4 and GS) 
of covered goods wagons will be taken 
in hand shortly. The programme com- 
prises the reconstruction of some 50,00 
wagons, but it is doubtful whether this 
scheme will be carried out within reason- 
able time in view of the materials posi- 
tion.. 

It is intended also to have locomotives 
and wagons repaired abroad. The Tatra 
works at Prague have already completed 
repairs to 250 Reichsbahn goods wagons. 
Locomotives are also to be repaired by 
the Czechoslovak industry. Some 100 

war-damaged Reichsbahn locomotives are 
at present under repair in Belgium, and 
600 passenger carriages, including many 
bogie coaches, are to be repaired in 
Switzerland; they are mainly intended for 
the Allied traffic in the bi-zone, but once 
they are available a corresponding number 
of other carriages will be freed for 
civilian traffic. 


services began. In an introduction to the 
book, Mr. J. A. Perree, a well-known 
Jersey business man and one of the first 
three directors of the airways company, 
puts in a word of praise for the railways 
association with the company, and hopes 
for a return of that free enterprise which 
Channel Islands Airways well represented. 

Balfalloy Hard Metal.—This _ leaflet 
illustrates the variety of carbide tipped 
tools manufactured by Arthur Balfour & 
Co. Ltd. A single colour identification 
chart is reproduced, showing the uses of 
the eleven grades of hard metal manufac- 
tured. In addition to these standard grades 
the firm offers to supply customers’ special 
requirements and states that new grades 
are always being developed. Notes on 
care and maintenance of tools tipped with 
Balfalloy hard metal are also given, and 
the leaflet concludes with an extract from 
the full catalogue showing the range of 
shapes in which tools are made. 


Industrial Dermatitis——-During the past 
twenty years, increasing consideration has 
been paid to the health and welfare of 
factory workers, and occupational diseases 
particularly have been carefully investi- 
gated. Much useful information about 
care of the skin and the prevention of 
industrial dermatitis is contained in the 
first part of a booklet published by the 
Manchester firm of Rozalex Limited. The 
second half of the booklet gives particulars 
of various Rozalex barrier-creams and 
ointments. This product was first prepared 
by the Chloride Electrical Storage Co. 
Ltd. in 1926 for use in its Exide Works, 
and some time afterwards a separate com- 
pany was formed to undertake its further 
development. 
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Sleeping Cars with Longitudinal Berths 


A consideration of some problems of design 
and an outline of the course of development* 


By W. Jacobsohn, A.M.1I.Mech.E. 


TH following is taken from a British 
Patent (N. Leroy, Paris, 1855) of more 

than 90 years ago: “. . . and I also arrange 
railway carriages with longitudinal pas- 
sages with separate chambers or compart- 
ments for beds or seats, arranged on each 
side of such longitudinal passage, and 
separ ated therefrom by permanent wooden 
partitions, or by curtains, as may be de- 
sired: and I also arrange railway carriages 
with a gallery or compartment at one end 
fitted up as washing and water closets...” 
This description is still valid for the 
ordinary American sleeper of today. In 


special luxury coaches or to the Roomette 
series. 

The development in Europe, 
by the short two-axle carriage and the 
compartment system, later hampered by a 
loading gauge of less width in most coun- 
tries and less headroom than in America, 
led to many only partially successful 
attempts to combine a roomy appearance 
and a comfortable bed with the restricted 
space of a compartment. 

From the beginning, the transverse berth 
across the direction of travel was viewed 
with misgivings, though it became standard 


influenced 











267 


use of setting-off parts of the compartment. 
. The nature of the invention consists 
in the mode in which part of the sleeping 
berth apportioned to one passenger, longi- 
tudinally in a railway carriage, is placed 
under or by the sides of the berth space 
allotted to another passenger, so as to 
effect a saving in the length of the carriage 
without the danger and inconvenience of 
placing one passenger’s berth over another 
in the same compartment... .” (Fig. 1). 

Fig. 1 does not require much explan- 
ation. The passengers in one compartment 
were supposed to put their feet under the 
seats in the adjacent compartment after 
some removing and shifting of floor and 
side panels. 

As a later example, built towards the 
end of the last century, the American car 
may be shown with enclosed Pullman 
alternating with open sec- 
sides, but offset so that 
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Fig. 1---Method of using adjacent apartments for 
additional space at night (1875) 
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Fig. 3—A design of sleeping car fitted with side corridor and 
transverse passages (1895) 
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levels, with lower bed moved against 
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Alternating closed and open compartments 
in staggered rows 
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Fig. 7—Combined interlinked two-berth 


compartments (1925) 


fact, after the appearance of the first Pull- 
man car in 1859, which was a _ recon- 
structed day coach, and after the first 
actual sleeper “The Pioneer” was built 
by Pullman in 1865, nothing much was 
basically altered in the general layout, in 
spite of numerous improvements in tech- 
nical details. This, of course, applies only 
to the ordinary sleeper, not to the many 


* Patents discussed: British Patents No. 2259/1855; 
275/1875; 3563/1872. German Patents No. 269 157; 
British 
27283 / 1946 


293 698: '330 168; 418 629; 674 866; 727 981. 
Applications No. 


Patent 22857 / 1946; 


in Europe, and was imitated all over the 
world, even in Pullman luxury coaches. 
Whoever had the opportunity of travelling 
in a longitudinally arranged berth will 
agree that all accelerating and retarding 
movements are much less felt with the 
body parallel to the travel direction. 


Earlier Longitudinal Berth 


The first non-American idea of a longi- 
tudinal arrangement seems to be the fold- 
ing of a berth against the partition be- 
tween compartments (1872). Then follows 
the first arrangement (1875) which makes 








Fig. 8—Wave-line centre-aisle sleeping car 


(1941) 


always an open compartment is opposite 
to the enclosed one on the other side. 
This car is a step towards the Roomette 
with all-enclosed narrow compartments on 
both sides of a centre aisle. In this older 
car (Fig. 2), the centre aisle has become a 
kind of wave line which we shall find 
again later on in the arrangement in a 
recent German patent. 

In England, the L.N.W.R. carriage 
(Fig. 3) with eight longitudinal berths must 
have been quite comfortable, though not 
very economical. 

The American railways have the advan- 
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tage of a loading gauge which admits of 
long and wide cars without regard to 
narrow curves, and a convenient height 
which easily accommodates two berths one 
above the other. The European loading 
gauges, and in particular the British gauge, 
make a practical solution more difficult. 
For example, the Southern Railway has a 
gauge | ft. 9 in. narrower and 2 ft. 5 in. 
lower than the American standard. 

This explains the reluctant approach to 
the problem of the more comfortable 
longitudinal berth. It seems to take up too 
much valuable space. Therefore, the first 
suggestions combined transverse and longi- 
tudinal berths, though an earlier German 
patent (1911) describes a carriage (Fig. 4) 
with a centre aisle and an arrangement 
which converts the car at night into a 
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the narrow compartment into an arsenal 
of most ingenious gadgets, including a 
berth folding into the partition to gain the 
space badly needed for dressing and wasb- 
ing in the compartment itself without using 
the luxurious annexe of former cars, 

By a two-level arrangement, with over- 
lapping parts and alternate beds pushed 
under the floor of the adjacent compart- 
ment, or folded into the wall, 24 compart- 
ments could be installed into the modern 
Duplex-Roomette. When comparing this 
achievement with European sleepers, it 
must be borne in mind that the American 
car is longer, wider, and higher. These 
American designs often have been des- 
cribed. 

It may be mentioned, however, that the 
Compagnie Internationale des Wagons-lits 
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D=DOUBLE-BERTH COMPIZ 


Fig. 9—Coach with alternating inside-outside and outside-inside berths 


room obtained by placing the berths not 
directly over one another, but the lower 
beds along the partition of the centre 
passage, the upper bed folded down from 
the side along the side walls of the car. 

The question of sufficient headroom 
always has troubled Continental designers 
because they could not think of any way 
to overcome the restriction in the number 
of passengers when placing the berths in 
the travel direction. Thus, German patents 
of 1914 and 1915 show, first, the con- 
version of back-to-back seats in separate 
compartments into a lower bed in one 
compartment and into an upper bed in the 
other compartment, but one above the 
other, as in Fig. 5. 

Then the combination of longitudinal 
berths with some transverse berths in one 
compartment was proposed, with a centre 
aisle from which the compartments are 
accessible, having on the one side a small 
compartment with only one longitudinal 
berth, and on the other side, with two 
berths, one longitudinal and the other 
transverse (Fig. 6). A similar de- 
sign was developed for carriages with side 
corridor, and was again recently suggested 
for a better Roomette.* 

Then follows another suggestion, also 
from a German firm, in 1925, to combine 
transverse and longitudinal berths in com- 
partments along a side corridor with alter- 
nating longitudinal berihs inside and out- 
side, an impracticable design because of 
the only access from the side corridor 
(Fig. 7) resulting in an awkward layout. 
(See also U.S.P. 2,316, 710 [Pullman]). 

Later, two-storey carriages were designed 
with centre aisles and three-tier longi- 
tudinal berths in off-set arrangement in 
both storeys (1936), and about the same 
time a Swiss two-storey car made its 
appearance in print, though this was of 
more conventional layout. 


The Roomette and its European 
Counterpart 
After an excursion into the old trans- 
verse berth compartments, Pullman went 
back to the idea of enclosing the ordinary 
berths on both sides of the centre aisle. 
This time, however, the design converted 





esate Mechanical Engineering, February, 1946, 


Dp 


applied for a British patent with French 
priority of 1943, which in essence also 
shows a slightly modified Roomette with 
20 compartments. Whether those 
“rooms ” of less width and height than 
their American prototypes, which are more 
or less closed alcoves, will satisfy the 
European passenger, remains to be seen. 
It is hardly advisable for hot countries. 
During the war, a German designer took 
out a German patent which is interesting 
because of the simplicity of the idea, 
though he also makes use of older sug- 
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gestions. He combines the wave live of 
the American sleeper of the °90’s with 
compartments of a semi-trapezoidal s/ape, 
which again resemble the modern Conti- 
nental transverse berth compartnients, 
turned 90 deg, arranged on both sices of 
a centre corridor, and so able to accom- 
modate approximately the same number of 
passengers as in transverse compartments 
with upper and lower berths. 

Each compartment is provided with a 
wash-basin and a small locker, but it needs 
the full width of the loading gauge, and, 
therefore, short cars, and he suggests twin- 
articulated cars composed of short units, 
Twin-sleepers were built for South Africa 
in 1928. The plan of such a sleeping car 
as it would appear assuming an_ overall 
width of 9 ft. 6 in. is shown in Fig. 8. 

The idea is not suitable for a still 
narrower loading gauge as in Great Britain, 
It is also doubtful if such compartments 
can be made “ roomy” enough for long 
journeys in climates where more comfort 
is needed even in ordinary cars. In this 
respect the car is but another version of 
the Roomette. On the other hand, the 
trapezoidal shape has, doubtless, certain 
advantages, if only to make the appearance 
of the compartment less technical, which is 
particularly desirable when it also has to 
serve as a living room for several days. 

The sleeper shown in Fig. 9 is a com- 
bination of the trapezoidal shape, though 
this is not essential for the general lay- 
out, with the usual side corridor and 
several transverse passages to provide 
access to some compartments, coupled 
with the interlinking of adjacent compart- 
ments idea of 70 years ago. This results 
in a surprisingly roomy and luxurious 
arrangement without using more space 
than the ordinary compartment with 
standard transverse berth. 

Because of the side corridor, instead of 

(Continued on page 278.) 
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A Second “ Enterprise’? Express for G.N.R.(L.) 


Following the success of the ‘ Enterprise 


” 


express, 


which runs non-stop between Belfast and Dublin, the 
G.N.R (1.) has introduced a second train on this service 


HE Great Northern Railway (Ireland) 
non-stop “Enterprise” express be- 
tween Belfast and Dublin, has proved so 
popular with the nublic, that a second 
train of this type has been put into ser- 
vice between the two cities. Running on 
weekdays, both trains cover the 1124-mile 
journey in 2} hr., and the scheduled times 
are shown below: 
Northbound 


a.m. 
9.30 
11.45 


Southbound 
a.m. 


10.30 


Dublin 
Belfast 


dep. 
arr. 


Belfast ; 
Dublin ... 12.45 : 
Customs examination is carried out at 
the terminal station, and as in the case cf 
its sister non-stop express, which went into 
service in August, 1947, the tiew “ Enter- 
prise” is composed of seven coaches. The 
train is made up as follows:—One centre- 


dep. 
arr. 


= 





corridor third class brake, one side-corri- 
dor first class brake, one side-corridor 
first class, three centre-corridor third class, 
and one buffet car. 

The first class and brake coaches are a 
new design, 60 ft. 0} in. over body, with 
four passenger compartments, each seating 
six and giving a total seating of 24. The 
compartments are uphclstered in moquette 
and double parcel-racks are fitted, also 
small fixed-tables under the side windows; 
all fittings are chromium-plated. The 
three smoking compartments are finished 
in dark mahogany, and the fourth, non- 
smoking, is finished in a light shade. The 
corridor is finished in dark-brown rexine 
with cream ceiling, and the lavatory is 
panelled in green enamelled hardboard 
with stainless-steel jointing strips, and has 
a terrazzo floor. 

The guard’s compartmeut is cut off 
from the luggage by a partition, in which 
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there is a sliding door fitted with a small 
window. A new type of side !ook-out is 
fitted on each side, giving a clear view in 
either direction. The !uggage compart- 
ment is cut off by a longitudinal partition, 
thus forming a side corridor by means cf 
which the passengers have easy access, 
through the guard’s compartment, to and 
from the adjoining coaches. 

Standard steam-heating is used through- 
out the coach, in the passenger and guard 
compartments and the lavatory; two 
heaters also are fitted in the side corridor. 
The floors of the passenger compartments 
and corridors are covered with Korkoid. 


The Buffct Car 

A buffet car (No. 266 K16) on the new 
service, has been extensively altered and 
redecorated; the main alteration is in the 
seating, which has been reduced to 28, in- 
stead of the original 40. This has been 
done by fitting longer tables, with four 
chairs to each, on one side of the corri- 
dor, and shorter tables, with two chairs 
to each. on the other side. The doorways 
in the partitions were moved off centre to 
suit the new seating. 

The new tables and chairs are of 
tubular-frame type ind are chromium- 
plated. A sideboard, to assist in the serv- 
ing of meals, has been placed in one 
corner of the large compartment. The in- 
terior finish is in rexine; the smaller com- 
partment is in two shades of green, and 
the larger in two shades of blue. Each 
compartment has a rubber floor runner to 
match the rexine upholstery, and table 
tops and chairs also are in rexine. 

The bar is finished in light-oak shade, 
with red lines around the front, and on 
the folding shutters over it. Curtains 
have been fitted to the side windows, and 
small brackets for holding silver vases for 
flowers are fixed to the sides, between the 
windows in both compartments. Steam 
heating has been modernised, with pipes 
fitted lengthways at the sides and around 
the foot of the bar; the cover of the bar 
heating pipes acts as a foot-rail. The 
floors of all compartments are covered 
with battleship linoleum. 





NEW RAILWAY IN TURKMEN DESERT.— 
Seventy thousand Russians are building a 
400-mile railway through the Kara Kum 

esert in Turkmen, south-east of the 
Caspian Sea. 
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General arrangement and principal dimensions of the reconstructed buffet car for the second ‘* Enterprise ” express 
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Fraudulent Travel in Argentina 


Heavy fines for ticketless passengers 





Ticketless passengers at Presidente Peron Station, Buenos Aires, 
Central Argentine Railway, leave articles as security if they cannot 
These articles have to be claimed within 48 hours 


pay their fine. 


ONE of several important resolutions 

taken recently by the Secretariat of 
Transport has created quite a stir among 
passengers—especially those who _ habitu- 
ally use the suburban services of the rail- 
ways—and has also caused a snate of com- 
ment in the press. 

The resolution lays down that heavy 
fines shall be imposed on tinose passengers 
who are found travelling in the trains 
without tickets, with expired tickets, travel- 
ling first class with second class tickets, or 
continuing beyond the station to which 
their ticket is issued. The amount of the 
fine is twice the price of the ticket, or of 
the difference as the case may be, but in 
no case is it less than twenty pesos (roughly 
£1 3s. 4d.). The new resolution is being 
strictly applied on both main line and 
suburban trains, but it is on the latter 
where the effect is most felt. 

Many people who for years have made 
it a custom to travel over short distances, 
avoiding payment of their fare amounting 
to a few centavos, have been caught and 
made to nay the full amount of the fine. 


If they refuse to pay they are removed’ 


from the train at the first stop with the 
intervention of the police, and should they 
persist in their attitude they are taken to 
the local police station and charged with 
fraud. 

Should they not have the required 
amount of money with them, they may 
leave on depositing articles of value such 
as watches, rings, overcoats, etc., which 
must be claimed before 48 hr. have 
elapsed, otherwise they are sold by public 
auction. 

A certain amount of trouble arose dur- 
ing the first few days of enforcement of 
the new rules, one guard being thrown 


BRAZILIAN RAILWAY EXPROPRIATION.—It 
is believed that expropriation of the Leo- 
poldina Railway may possibly take pre- 
cedence over Great Western of Brazil Rail- 
way. although the Great Western operation 
would be technically much simpler because 
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sengers. In this connection, a number of 
guards of the Central Argentine Railway 
have issued a manifesto in which they as 
for the collaboration of the public, point. 
ing out that their duty is to obey Gover. 
ment regulations. On the Buenos Ayres 
Western Railway, the guards have pr. 
tested against the fact that if they fail to 
comply with their duty they are liable 
to a fine of 100 pesos or imprisonment for 
eight days. 

It may be said that the popular habit 
of endeavouring to obtain free railway 
travel wherever possible has already been 
broken, this being borne out by the con- 
siderable increase in the number of tickets 
being sold at railway booking offices. As 
an example, it may be noted that 103,000 
tickets were sold at the Presidente Perén 
terminal and suburban stations of the 
Central Argentine Railway on Sunday, 
August 8, as compared with an average of 
46,000 on previous Sundays. — Similarly, 
the number of fines which were collected 
decreased from several hundred a day at 
first to less than one hundred after a few 
days. 

To eliminate excessive delays to pas- 
sengers purchasing tickets before boarding 
trains, new ticket windows have been in- 
stalled in all terminal and most of the 
principal suburban stations. The outstand- 
ing example of this is at Presidente Perdén, 
Central Argentine Railway, where a new 
booking office with 18 windows is now 
available at weekends to cope with the 
heavy race, football, and river traffic. A 










Ticketless passengers on the B.A.G.S.R., brought by the police to the 
stationmaster’s office at Plaza Constitucion Station, Buenos Aires, where 


they pay their fines 


out of the train by an irate nassenger, and 
another having to defend himself with a 


revolver from an attack by several pas- 





loudspeaker system has been installed to 
prevent crowding at the previously-existing 
booking office. 


of its sole contract with the federal govern- 
ment whereas the Leonoldina has contracts 
with the federal and various other state 
governments. It is not known how far the 
commission appointed to study the pro- 
posed acquisition has progressed. 


RETAIL Prices INDEX.—At July 13 the 
official index figure, which measures 
changes in the average level of retail prices 
compared with the level at the base date, 
June 17, 1947 (taken as 100), was 108, 
compared with 110 at June 15. 
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Polmadie Motive Power Depot, Scottish Region 


Recent introduction of new coaling and ash-handling plant 





Grids 


in bottom of ash pits and in the six-foot way between 


pairs of pits 


THE recent modernisation of the Motive 

Power Depot at Polmadie, in the 
southern outskirts of Glasgow, brings it 
into the first rank of up-to-date depots on 
British Railways. Among the notable 
features of the equipment are the coaling 
plant and the ash-handling plant. The 
latter is the only one of its type in the 
country, if not in Europe. 

The locomotive coaling plant is of the 
container hoist type of 400 tons capacity. 
It has three bunkers, one holding 100 tons 
of Grade I coal, suitable for express pas- 
senger train working, another of 100 tons 
capacity for Grade Il coal, suitable for 
local passenger and fast freight trains, and 
one holding 200 tons of Grade III coal 
for shunting and trip engines. The main 
structure and bunkers are of reinforced 
concrete, and the bunkers are lined inside 
with steel plating, to resist breakage and 
abrasion by the coal. The steel lining 
enables the coal to flow freely from the 
bunkers. 

The coal wagons are placed in position 
by a locomotive, and three electric cap- 
stans are installed for feeding the wagons 
to and from the coaling plant. Mineral 
wagons of all types from 8 to 20 tons capa- 
city can be handled by the plant. In dry 
weather, the coal is sprayed with water 
before it,is tipped. 


Coaling Plant 

When a wagon has been placed centrally 
on the tippler table, the first movement 
cants its side into contact with a long re- 
taining beam on the tippler, and the fric- 
tion against the beam prevents the wagon 
moving out of position. As the wagon 
and table are revolved in a side tipping 
direction, a loaded sustaining beam comes 
into contact with the top of the wagon, 
and remains in position until the side of 
the wagon is at an angle of from 45 to 
50 deg. The coal from the wagon is tipped 
into a steel container alongside, and the 
empty wagon is returned to ground level. 
The next full wagon is brought forward by 
electric capstan, aid pushes the empty 
wagon clear. 

The container has a capacity of 22 tons, 
so that the contents of two smail wagons, 


or one large wagon, can be dealt with 
before hoisting. The coaling plant is 
operated from a main control cabin ad- 
jacent to the tippler, and it is possible for 
the operator to select which bunker shall 
receive the coal from the loaded con- 
tainer. This choice is governed by the 
grade of coal, and the amount in the 
bunkers. 

The loaded container is hoisted by wire 
ropes until it is stopped by an upward 
limit switch. A_ travelling carriage is 
used to traverse the container over the 
tops of the bunkers, and when the pre- 
determined bunker is reached, all electri- 
cally operated mechanism comes into con- 
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tact with a bottom door on the container, 
which allows the coal to fall into the bun. 
ker. The container carriage is then tra- 
versed back to the opening above the 
tippler, and the container is lowered to 
ground level, ready for the next ch:rge of 
coal from the wagon tippler. 

Assuming the coal bunkers charzed to 
capacity, the arrangement provides for 
locomotives to receive any of the three 
grades of coal, according to the type of 
engine and duty. The coal is fed out of 
the bunker outlets by jigger feeders. which 
are operated from conirol cabins situated 
on the platforms between the engine coal- 
ing roads. The jiggers are electrically 
driven, and are capable of supplying coal 
to the engines at a rate of 60 to 120 tons 
per hour. 

On No. 1 road, nearest the wagon tip- 
pler, Grade I coai can be obtained; Grade 
IIL coal is available on No. 2 road; and 
on No. 3 road a cross jigger feeder is pro- 
vided from the centre bunker, as well as 
the feeder from the bunker above that 
road, so that engines have the choice of 
Grade If or IIl coai as required. 


Ash Disposal 

The locomotive ash handling plant con- 
sists of four parallel ash nits, each 190 ft. 
long. The floor of each pit is provided 
with steel grids made from second-hand 
rails, and these allow the ashes to fall 
through into two reinforced concrete hop- 
pers, which extend the full length of the 
pits. 

The hoppers lead the ashes into a 
trough filled with water, where they are 
quenched immediately, and then removed 
by two 36 in. continuous conveyor belts, 
submerged in the water trough. These 
belts extend the full length of the ash pits, 
and are electrically-driven to travel at a 
speed of 11 ft. per minute. The ashes 
from the main belts are deposited on toa 
cross travel belt 24 in. wide, situated at 
the end of the pits, and running at right 
angles to the main belt. This belt can be 
operated at speeds of 40, 80 and 120 ft. 
per minute, according to demand. The ash 
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from this belt is deposited on to an incline 
conveyor belt 24 in. wide, which carries 
it to a height of 50 ft. above rail level, 
where it is discharged into a reinforced 
concrete bunker of 50 tons capacity. This 
bunker straddles a siding on which are 
marshalled wagons for transporting the 
ash from the bunker. These empty wagons 
are drawn from the empty coal wagons 
discharged from the coaling plant. The 
outlets from the ash bunker are controlled 
manually by chain and sprocket wheels 
from a platform above ground level. 


bunker with 


belt in rear 


50-ton ash elevating 
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Improvements on the Natal South Coast Line 


The building of the recently-opened Umkomaas 
road and rail bridge has presented many difficulties 


THE improvement programme for the 
Natal South Coast line from Clairwood 
to Port Shepstone involves the building of 
many new bridges, of which those to be 
built over the Ifafa, Umtwalumi, Umzumbi, 
and Umzimkula rivers are major projects. 
An important unit in the chain of bridges 
spanning the numerous rivers on_ this 
route is that at the Umkomaas River 
mouth. After years of work, this bridge 
has now been completed, and was officially 
opened on July 20, 1948, by the Adminis- 


Construction began in June, 1943, and 
has been carried out departmentally by the 
South African Railways. The progress 
of the work was seriously hampered by 
shortages of material, plant, and skilled 
labour, and the combined action of the 
sea and river also contributed difficult 
construction problems, such as_ working 
in the face of heavy seas and floods, 

The bridge consists of nine 81-ft. simply 
supported reinforced concrete tee-beam 
spans and is 732 ft. long. The width is 


Opening of the Umkomaas bridge 


trator of Natal, Mr. D. G. Shepstone. 
The building of this bridge, which is situ- 
ated virtually in the sea, presented 
Numerous problems to the railway engi- 
Neers responsible for its construction. It 
carries a double line of railway, a roadway 
and two footways. The total width of the 
roadway and footways is 32 ft. 3 in. The 
bridge was built with the co-operation of 
the Natal Provincial Administration and 
the National Roads Board with the Rail- 
ways Administration. 


60 ft. 6 in. overall and the height of the 
deck above high water ordinary spring 
tide is 36 ft. 6 in, Over 16,000 cubic yards 
of concrete and 930 tons of reinforced 
steel were used in its construction. The 
clear spans between the pier faces are 75 ft. 
long, and are said to be among the longest 
in the world of this type carrying railway 
traffic. 

Except at the south end of the bridge, 
where rock was found fairly near the 
surface, reinforced concrete cylinders of 


14 ft. diameter had to be sunk as deep as 
60 ft. below h.w.o.s.t. before the engineers 
were satisfied. In all cases cylinders of 
this size, which formed the foundations, 
have been taken down to rock. It was 
found necessary in sinking some of the 
cylinders to work under compressed air, 
using an air lock, 

The final cost of the bridge will be 
about £170,000, excluding railway devia- 
tions and road work, and of this sum the 
S.A.R. and the National Roads Board 
have contributed approximately equal 
amounts. 

Another recently completed concrete 
bridge in Natal worthy of note is that 
over the Umbhlatuzi River in Zululand, 
which consists of seven tied-arch spans. 
So far as is known, there are only two 
other reinforced concrete tied-arch bridges 
in the world which carry railways. 


STEPHENSON CENTENARY EXHIBITION.—In 
the four days from August 12 to 15 in- 
clusive, 38,221 people visited the British 
Railways Exhibition, Chesterfield, held to 
commemorate the centenary of the death 
of George Stephenson. This total included 
nearly 13,000 children. Over 12,000 rail- 
way programmes were sold, and altogether 
more than £900 was collected, which, after 
deducting nominal costs for items such as 
the printing of posters and programmes, 
will be distributed to selected funds and 
charities. 


RENAMING OF FORMER L.N.E.R. AND 
M. & G.N. Stations.—On and from 
September 27, eleven stations in the 
Eastern Region of British Railways will 
be renamed. Aylsham (former M. & 
G.N. station) will be changed to Aylsham 
(North); Aylsham (former L.N.E.R. 
station) to Aylsham (South); Cromer 
(former L.N.E.R. station) to Cromer 
(High); Fakenham (former M. & GN. 
station) to Fakenham (West); Fakenham 
former L.N.E.R. station) to Fakenham 
(East); Murrow (former M. & GN. 
Station) to Murrow ( East); Murrow 
(former L.N.E.R. station) to Murrow 
(West); North Walsham (former M. & 
G.N. station) to North Walsham (Town); 
North Walsham (former L.N.E.R. 
station) to North Walsham (Main); 
Wisbech (former M. & G.N. station) to 
Wisbech (North); Wisbech (former 
L.N.E.R. station) to Wisbech (East). 
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Mechanised Relaying in France 









































A Drouard self-propelled crane wagon handling rails by means of the multiple revolving arms on the roof. In relaying operations 
the wagon picks up the old lengths, completely assembled, and removes them under its own power. It is followed by a mechanical 
ballast raking and sifting vehicle which throws unwanted material to the side of the track, or into wagons for removal from the site 





























After the ballast has been prepared as described above, the Drouard crane wagon returns with a completely assembled length of track, 
which is lowered into position as shown. The new length is connected up and checked for alignment as in normal manual relaying 
operations, after which further ballast is added as necessary 
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LONDON MIDLAND REGION APPOINTMENTS 
The Railway Executive, with the approval 
of the British Transport Commission, has 
appointed Mr. S. H. Fisher, C.V.O., Chief 
Operating Manager, London Midland 
Region, to be Deputy Chief Regional 
Ofticer, as from October 1, 1948, in suc- 
cession ta Mr. T. W. Royle, CyV.O., 
M.B.E., who is retiring on September 30. 
Mr. J. W. Watkins, D.S.O., 
M.cC., Acting Assistant Chief 
Operating Manager, will suc- 
ceed Mr. Fisher, with the title 
of Chief Operating Superinten- 
dent. 
Mr. James Briggs, Assistant 
Chief Engineer, has been ap- 
pointed Civil Engineer, as from 
September 1, in place of Mr. 
W. K. Wallace, C.B.E., who has 
retired. 


It is, reported that Senor 
Miguel Miranda, Chairman of 
the Argentine Economic Coun- 
cil, intends to leave Buenos 
Aires for London by air about 
the end of September to dis- 
cuss with the British Govern- 
ment matters relating to the 
Andes agreement. 


By an Argentine Government 
Decree, Don Juan José Vistalli, 
who, as_ already recorded, 
recently arrived in London, 
with the rank of Ambassador 
on Special Mission, has been 
appointed Chairman of the 
Argentine Railway Buying 
Commission in London, while 
retaining his present post of 
Technical Adviser to the Presi- 
dent for the Argentine five-year 
plan. 


Mr. E. Crossley, District 


Locomotive Superintendent, 
Edge Hill, Liverpool, London 
Midland Region, British Rail- 
ways, retired on August 31. 


ANGLO-AMERICAN COUNCIL ON 
PRODUCTIVITY 

The Federation of British 
Industries _has announced that 
the following have been nomin- 
ated members of the Anglo- 
American Council on Productivity : — 

Sir Frederick Bain (chemicals), President, 
F.B.I. ; Deputy-Chairman, I.C.I. Limited: 
Mr. A. R. Baines (wool industry), Chairman 
& Managing Director, Williams Baines’ Sons 
Limited ; _Ex-President and Vice-President, 
Morley District Wool Manufacturers’ Asso- 
ciation; Chairman, Wool Industries Research 
Association; Sir Peter Bennett (motor and 
cycle accessories), Chairman, Joseph Lucas 
Limited ; Member of Motor Industry Advis- 
ory Council; Mr. C. B. Clegg (cotton in- 
dustry), Chairman & Managing Director, 
E. Clegg & Son Ltd.; Chairman, Rochdale & 
District Master Cotton Spinners’ & Manufac- 
turers’ Association ; Sir Maurice Denny (ship- 
building), Chairman, William Denny & Bros. 
Ltd. ; Member of Executive Board of Ship- 
building Conference; Sir Greville Maginness 
(engineering), Chairman & Managing Director, 
Churchill Machine Tool Co. Ltd.; Chairman, 
Roneo Limited; Joint Deputy-Chairman, 
Tube Investments Limited: Member of 
Engineering Advisory Council. 

Mr. Vincent Tewson and Sir Norman 
Kipping have been appointed Joint Secre- 
taries to the council. 
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We regret to record the death on August 
26, in his 71st year, of Mr. Arthur Edward 
Towle, C.B.E., who retired at the end of 
1944 from the position of Controller of 
L.M.S.R. Hotel Services. Mr. Towle was 
educated at Marlborough College, and 
after leaving school ‘spent several years 
travelling and gaining experience in hotel 
management in America and on the Con- 
tinent. He entered the Midland Railway 
service in the Hotels Department in 1896, 


The late Mr. Arthur Towle 


Controller, L.M.S.R. Hotel, Refreshrent Room 


& Restaurant Car Services, 1925-44 


and in 1898 he and his brother, Francis, 
became Joint Assistant Managers under 
their father, Sir William Towle. In 1911 
the brothers were associated directly with 
their father as Joint Managers, and on his 
retirement in 1914 they took over full 
control jointly. When Francis Towle 
retired in 1919, to become Managing 
Director of Gordon Hotels Limited, Arthur 
Towle became sole Manager of the Mid- 
land Railway Hotels & Restaurant Car 
Services. In recognition of his services 
in the Ministry of Food in the 1914-18 
war he was made a C.B.E. When, conse- 
quent on grouping, the Midland became a 
constituent of the London Midland & 
Scottish Railway, for the first two years 
he continued as Manager of the Hotel 
Services of the Midland Section. Early 
in 1925 he was appointed Controller of the 
company’s Hotels & Restaurant Car Ser- 
vices for the whole of the system. Further 
reference to Mr. Towle’s work as a 
hotelier is made in an editorial article 
in this issue. As showing how highly 
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he stood in that sphere, it may be 
recalled that in 1936 the L.M.S.R. was 
invited to undertake, and accepted, the 
task of running a de luxe restaurant at 
the Johannesburg Exhibition. Among 
other interests, Mr. Towle was prime 
mover in the School of Gastronomy in 
Glasgow University. He “was a Life 
Member of the British Hotels & Res- 
taurants Association and served as Chair- 
man of the Scottish Division. He took a 
prominent part in the forma- 
tion of the British Railways 
Transportation Club, and was a 
Member of the Committee be- 
fore it was reconstituted in 
1946. The Towle family has 
occupied responsible positions 
in railway hote! management 
for over 70 years. Mr. William 
Towle was manager of the 
Midland Railway hotels from 
1871 to 1914, and was knighted 
in 1920. Mr. Arthur Towle’s 
son, Mr. Geoffrey A. Towle, 
was until 1946 Assistant Hotels 
Superintendent of the L.M.S.R. 


FUNERAL SERVICE 

The funeral service for Mr. 
Arthur Towle was held at 
Golders Green Crematorium on 
Tuesday, August 31. Those 
present, in addition to Sir 
Francis Towle, Mrs. Towle, 
and other family mourners, 
included : — 


Mir. F. G. Hole, Full-Time 
Member of the Hotels Executive 
of the British Transport Commis- 
sion; London Midland Region :— 
Mr. G. L. Darbyshire, Chief 
Regional Officer; Mr. R. P. 
Humphrys, Chief Solicitor; Mr. 
G. R. Smith; Miss P. M. Oxen- 
ford and many members of the 
staff of the former L.M.S.R. 
Hotels, Refreshment Rooms & 
Restaurant Car Services. Repre- 
sentatives of other railway regions 
included Mr. W. P. Keith, Hotels 
& Catering Manager, Western 
Region; Mr. A. A. Ryan, Hotels 
Superintendent, Eastern Region; 
Mr. C. Grasemann, Public Rela- 
tions & Advertising Officer, 
Southern Region. Others present 
included Colonel K. R. N. Speir, 
Secretary, Transportation Club; 
Major W. H. C. Clay; Colonel 
F. A. Cortez Leigh; Mr. J. A. 

Kay, Editor, The Railway Gazette. 


COLONIAL RAILWAY APPOINTMENTS | 

The Secretary of State for the Colonies 
recently approved the following:— _ 

Mr. J. H. Craig to be Assistant Engineer, 
Gold Coast Government Railway. | 

Mr. A. M. Agbokpor to be Assistant 
Traffic Superintendent, Gold Coast Govern- 
ment Railway. 

In connection with a scheme for ex- 
tending suburban lines in Copenhagen, a 
committee of six officers of the Danish 
State Railways is to visit London to ‘study 
the construction and operation of the 
Underground railways. The committee, 
which is due to arrive in London on Sep- 
tember 22, will consist of Messrs. Th. 
Engqvist, Way & Works Manager; 
N. C. D. Johnsen, Traffic & Staff Manager; 
W. Herschend, District Manager; S. C. C. 
Thorning Christensen, Chief Engineer; 
H. W. Fogtmann, Sectional Engineer; P. H. 
Bendtsen, Assistant Chief Engineer. 





Mr. E. H. Langford 


Appointed Assistant General Manager, 
New Zealand Government Railways 


Mr. E. H. Langford, M.M., M.A, who, 
as recorded in our July 9 issue, has been 
appointed Assistant General Manager, 
New Zealand Government Railways, 
joined the Railways Department in 1913 as 
a cadet. and has held a number of impor- 
tant appointments, including that of 
Secretary-Economist to the Minister of 
Railways. He was associated with the 
present General Manager, Mr. F. W. 
Aickin, on road transport advisory work 
for some years, and was Secretary of the 
committee which drafted regulations for 
the licensing and control of road goods 
services. He took a leading part in the 
establishment of the Price Tribunal, and 
served on the Secretariat of the Stabilisa- 
tion Commission. Mr. Langford was 
granted the first Workers’ Educational 
Association University Bursary in Otago 
and Southland. graduated M.A. (Hons.) in 
Economics in 1934, and was awarded the 
Macandrew Scholarshiv. He served with 
the New Zealand Expeditionary Force in 


Mr. F. H. Petty 


Appointed Motive Power 
North Eastern Region, 


Superintendent, 
British Railways 
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Mr. W. E. Macve 


Appointed North Western Divisional Manager 
(Freight), Road Transport Executive 


the 1914-18 war, in the same unit as the 
present General Manager, and was awarded 
the Military Medal. 


Mr. W. E. Macve, M.Inst.T., 
recorded in our July 30 issue, 
appointed Divisional Manager 
North Western Division, Road 
Executive, was Traffic 
Bleachers’ Association Limited, Man- 
chester, from 1928 to 1937, when he 
became Assistant General Manager, 
Northern Ireland Road Transport Board; 
from 1939 to 1945 he was Chief Executive 
(Operations) of the Board. In 1945 Mr. 
Macve was appointed North Western 
Regional Transport Commissioner, Under 
the Transvort Act, 1947, his title was 
changed to that of Chairman of the 
Licensing Authority for Public Service 
Vehicles and Licensing Authority for 
Goods Vehicles, for the same traffic area. 
He relinquished those positions on July 31 
last to take uv his present appointment. 


who, as 
has been 
(Freight), 
Transport 
Manager of the 


The late Mr. R. W. Higgins 


Exeter, Great 


1933-41 


Divisional Superintendent, 
Western Railway, 
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Mr. F. C. G. Mills 


Appointed South Eastern Divisional Manager 
(Freight), Road Transport Executive 


Mr. F. C. G. Mills, M.Inst.T., who, as 
recorded in our August 13 issue, has been 
appointed Divisional Manager (Freight), 
South Eastern Division, Road Transport 
Executive, is Managing Director of Trans- 
port Services (B.T.C.) Limited, which 
company purchased the numerous haulage, 
engineering and body-building interests of 
Transport Services Limited, of which he 
had been Chief Executive Officer since 
March, 1941. He was born in 1895, and 
commenced his commercial career in 1910. 
From 1915 to 1919, he served with the 
R.A.S.C., and after the war joined Robert 
Park & Co. Ltd., as Freight Accountant. 
Subsequently, as Steamship Manager, he 
was closely concerned with the establish- 
ment and operation of the Park Line, 
which developed a well-known service be- 
tween London, Hull and Grimsby. In 
1923, in association with others, he estab- 
lished Cazaly, Mills & Co. Ltd., shipping 
and forwarding agents, wharfingers and 
freight brokers. Disposing of his interests 


Mr. R. North 


Appointed District Operating Manager, 


; Nottingham, 
London Midland Region, 


British Railways 
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in 1931, he joined the late Major E. C. 
Thomas and Captain Claud Barrington to 
become associated with Carey, Davis & 
Thomas Limited, of which he subsequently 
became Managing Director. That com- 
pany with others formed the nucleus of 
Transport Services Limited. Mr. Mills is 
a Director of all the companies at present 
owned by Transport Services (B.T.C.) 
Limited, and is Chairman of several. Until 
pressure Of other duties prevented him, he 
played a very active part for many years 
in the road transport trade associations. 
He is a member of the Industrial Trans- 
port Association, Fellow of the Institute 
of Book-keepers, Member of the Institute 
of Transport, Freeman of the City of 
London and Liveryman of the Worshipful 
Company of Carmen, and a member of the 
City Livery Club. During the recent war, 
he formed a company of Home Guard, 
Transport Column, which, with the rank of 
Major, he commanded. 


Mr. F. H.. Petty, M.I.Loco.E., 
A.M.Inst.T., Assistant Locomotive Run- 
ning Superintendent. North Eastern 
Region, British Railways, who, as_ re- 
corded in our August 20 issue, has been 
appointed Motive Power Superintendent 
for that region, was educated at Rossall 
School, and joined the G.N.R. as a pre- 
mium apprentice at Doncaster works in 
1922. After holding various appoint- 
ments in the Locomotive Running Depart- 
ment of the L.N.E.R., he was selected 
in May, 1935, for special training in the 
Operating and Commercial Departments, 
and in the next December was appointed 
to Whitby in charge of all departments 
at Whitby Town and West Cliff Stations, 
including Whitby locomotive shed. He 
was made Assistant District Locomotive 
Superintendent at Leeds in December, 
1936, and at York in November, 1937. 
In October, 1938, Mr. Petty became 
Technical Assistant to Locomotive Run- 
ning Superintendent, York, and in July, 
1939, Assistant Locomotive Running 
Superintendent, Scottish Area. In Sep- 
tember, 1939, he was mobilised, and in 
February, 1945, while on active service, 
was appointed District Locomotive Super- 
intendent, York, the duties of which posi- 
tion he returned to take up in 
November, 1945. He was made Assis- 
tant Locomotive Running Superintendent, 
North Eastern Area, early in 1947. 
During the recent war, Mr. Petty, who 
had been commissioned in the Royal 
Engineers (Supplementary Reserve) in 
1929, saw service in France and else- 
where, and eventually was posted to the 
British Army staff in Washington as head 
of the Transportation Branch, with the 
rank of Colonel and the title of Deputy- 
Director of Transportation. He was 
mentioned in despatches for services in 
France in 1940. Mr. Petty was recently 
selected to command the 19th Railway 
Group, being recruited from the Eastern, 
North Eastern and Southern Regions of 
British Railways, and London Transport, 
under the reconstitution scheme for the 
R.E. (Transportation Branch) Supplemen- 
tary Reserve. 


Mr. Robert White Higgins, whose death 
we recorded briefly last week, retired at the 
end of 1941 from the position of Divisional 


Superintendent, Exeter, Great Western 
ailway. He was born in 1877, and was 
educated at Pelham House School, Folke- 
stone, and at Marlborough College. He 
entered the General Manager’s Office, 
G.W.R., in 1895, and in 1917 was ap- 
Pointed Assistant Divisional Superinten- 
nt at Worcester. He became Superin- 
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tendent of that division in 1929, and was 
appointed Divisional Superintendent, 
Exeter, in 1933. 


Mr. R. North, who, as recorded in our 
June 11 issue, has been appointed District 
Operating Manager, Nottingham, London 
Midland Region, British Railways, was 
born at Ripley, Derbyshire, and joined the 
Midland Railway in 1906. After obtain- 
ing experience in various grades he was 
appointed Assistant Yardmaster, Beeston 
Sidings, L.M.S.R., in 1931. He subse- 
quently received appointments as District 
Traffic Inspector, Nottingham (February, 
1934); Assistant District Controller, 
Kirkby-in-Ashfield (November, 1934); 
Assistant District Controller, Saltley, Bir- 
mingham (September, 1938); Assistant 
Divisional Controller (Freight Services), 
Derby (February, 1943); District Con- 
troller, Rowsley (March, 1944); and Dis- 
trict Controller, Kirkby-in-Ashfield (Janu- 
ary, 1946). In July, 1946, he was appointed 
Assistant District Operating Manager at 
Nottingham. Mr. North served with 
—— Royal Fusiliers from 1915 to 
1919, 


Mr. T. S. Brass, System Engineer, 
Bloemfontein, South African Railways, has 
been appointed System Engineer, Cape 
Town. 


Mr. R. L. Howlett has been appointed 
Secretary to the Public Transport Associa- 
tion, subsequent to the resignation of Mr. 
A. E. Phelps. Mr. Howlett has been for 
the past ten years Assistant Secretary 
to the Shipbuilding Employers’ Federa- 
tion. 

Mr. P. C. Raynor, Personal Assistant 
to the Commissioner of Railways, Western 
Australia, has been appointed Secretary for 
Railways, in succession to Mr. Charles 
Reymond, who retired from the Railways 
Department on July 31 after 46 years 
service. 


Among those recently transferred from 
associate membership to full membership 
of the Institution of Civil Engineers are 
Mr. A. H. Cantrell, London East Divi- 
sional Engineer, Southern Region, British 
Railways; and Mr. J. P. Paton, Engineer-in- 
Chief, Buenos Ayres Southern and Buenos 
Ayres Western Railways. 


The Minister of Transport has appointed 
Mr. W. F. Quin to be Chairman of the 
Licensing Authority for Public Service 
Vehicles and Licensing Authority for 
Gocds Vehicles for the Scottish Traffic 
Area, and to be Regional Transport Com- 
missioner, Scottish Region, in succession to 
Mr. S. W. Nelson, who has held the post 
temporarily since it was relinquished last 
February by Mr. A. Henderson on his 
appointment as a Member of the Road 
Transport Executive. Mr. Quin was 
Deputy Regional Commissioner for 
Scotland, 1941-45. He is a former 
President of the Scottish Trades Union 
Congress. 


WESTERN REGION SOUTH WALES AREA 
OFFICER 

British Railways, Western Region, 
announce that Mr. H. H. Swift, Divisional 
Superintendent, Cardiff, Western Region, 
British Railways, has been appointed South 
Wales Area Officer, Cardiff, with effect 
from September 1. The appointment, 
which, it is stated, implies a recognition 
of the special needs of the area in relation 
to the British Railways system, will ensure 
a direct liaison between South Wales and 
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the administrative centre of the Western 
Region. Mr. Swift will represent the Chief 
Regional Officer in all contacts which, but 
for this appointment, would have to be 
made with that officer in London. He will 
also have a co-ordinating function in re- 
spect of commercial and operating matters 
in the area. 


BRITISH TRANSPORT COMMISSION 
Mr. William Brown, hitherto Assisiant 
Accountant, Scottish Region, British Rail- 
ways, has been appointed Senior Assistant 
to the Director of Accounts, British Trans- 
port Commission. 


Mr. R. H. Dawson, hitherto Assistant 
Chief Engineer, has been apnvointed Chief 
Engineer. Scottish Motor Traction Co. 
Ltd., in succession to Mr. A. Bracken, 
who has retired. 


Mr. T. P. Harris, Purchasing Agent, 
Western Region, Canadian National Rail- 
ways, has been appointed General Purchas- 
ing Agent of the system, and Mr. C, R. 
Small, Assistant to Vice-President at 
headquarters, succeeds Mr. Harris at 
Winnipeg. Mr. T. M. Pye, Purchasing 
Agent at Halifax, becomes Assistant to 
Vice-President of Purchases & Stores at 
headquarters. 


The late Mr. R. P. Sloan, who was a 
member of the Central Electricity Board, 
and a Past-President of the British Elec- 
trical & Allied Industries Research Asso- 
ciation, left estate in Great Britain valued 
at £59,683. 


Mr. F. S. Chilvers, Assistant District 
Superintendent, Stratford, Eastern Region, 
British Railways, retires tomorrow (Sep- 
tember 4). Mr. Chilvers entered the 
service of the Great Eastern Railway in 
1902. He served with the Royal 
Engineers in France and Belgium during 
the 1914-18 war, received a commission 
in 1917, and was mentioned in despatches. 
In 1919 he took up investigation work 
on the installation of the train control 
system by the Great Eastern Railway. 
With the opening of the train control 
in 1920 he was made Chief Controller. 
In 1929 he became Chief Controller & 
Chief Freight Trains Clerk, Eastern 
Section, L.N.E.R., and in 1935 he was 
appointed Assistant District Super- 
intendent, Stratford. 


Mr. T. S. Pick, B.Sc., M.LE.E., Sub- 
station Engineer, London Transport Execu- 
tive, who, as recorded in our August 13 
issue, has been appointed Electrical Engi- 
neer, will be responsible to the Chief Engi- 
neer for the whole of the electrical genera- 
tion and distribution systems of the Execu- 
tive. Mr. Pick, who is 52 years of age, 
was educated at St. Peter’s School, York, 
the Royal Military Academy, and Univer- 
sity College, London, where he took his 
B.Sc. degree and Diploma in Engineering. 
After two years as a student-apprentice 
with the British Thomson-Houston Co. 
Ltd., he joined the London Electric Rail- 
way in 1923. During the whole of his 
service Mr. Pick has been associated with 
the Electrical Department of the Under- 
ground group and of London Transport. 
His early experience was gained in the 
preparation and execution of power-station 
reconstruction programmes. From 1932 
onwards he was engaged generally on 
electro-technical development work within 
the department, and he was appointed Tech- 
nical Investigation Officer (Electrical) in 
1939. He was appointed Substation Engi- 
neer in 1945, 
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Hydro-Electric Project in France 


New installations on the Rhéne 
will supply power for railways 


France is rapidly developing its rich 
hydro-electric power resources for indus 
trial, railway, and general use, so as tc 
be less dependent on imports of coal and 
oil. The French National Railways, in 
the supply system for electrified lines, con- 
sume 80 per cent. of hydro-electric and 20 
per cent. of steam-electric power. In 1938 
they saved more than a million tons of 
coal, and count on economising by nearly 
three million tons a year when the electri 
fication programme is completed. The 
country’s electric power production at pre 
sent is 53 per cent. hydro-electric and 47 
per cent. steam-electric. 


SYSTEM OF UNDERGROUND CABLES 

Distribution of electric power in the 
Paris area is through a system of under- 
ground cables at 60.000 volts, connected 
in parallel with six steam-electric central 
stations. Their collective output in 1947 
was 4,016 million kWh. These power 
stations and their respective output in mil 
lion kWh. are: Arrighi at Vitry-sur-Seine 
(1,283); Saint-Denis (1.138): Gennevilliers 
(557); Saint-Oen (520); Issy (307); and 
Ivry (211). Railways in the western sub- 
urbs of Paris are operated on the third 
rail system at 660 volts, and the electrifica- 
tion now is to be extended to the northern 
suburbs. 

In addition, the Paris area receives elec- 
tric power from the Massif Central, trans- 
mitted at 220,000 volts and inter-connected 
with the Paris system at Chevilly. This 
power is also supplied for electric traction 
to the French National Railways, which 
has participated largely in its production. 
The principal hydraulic power stations are: 
Brommat-Sarrans on the Truyére; 
Maréges, L’Aigle and Chastang (in con- 
struction) on the Dordogne: Saint-Etienne- 
Cantalés on the Cére; and Eguzon on the 
Creuse. For other cross-country lines, the 
transmission is at 150,000 volts. 

Paris also receives hydro-electric power 
at 220,000 volts from Kembs on the Rhine, 
and recently from Genissiat on the Rhone: 
the lines are interconnected at Saint-Denis. 
A line from steam-electric plant in the 
coalfields cf the Nord and Pas-de-Calais 
departments is interconnected at Genne 
villiers. 

TWENTY POWER HOUSES ENVISAGED 

Hydraulic power trom the Rh6ne is to 
be utilised in a vast scheme, which may 
ultimately comprise twenty power-houses 
—ten upstream from Lyons to the Swiss 
frontier, and ten downstream. Their total 
output will be about 2.500,000 kW. and 
annual capacity around 13,000 million 
kWh. This comprehensive scheme, origi- 
nally promoted by the Paris, Lyons & 
Mediterranean Railway, received parlia- 
mentary assent in 1921. In 1934, La Com- 
pagnie Nationale du RhSne was formed 
with a capital of 240 million francs, of 
which the P.L.M. subscribed one fourth 
and various public bodies the rest. The 
capital is now to be raised to 1,200 million 
francs by the issue of 960,000 shares at 
1,000 francs. The French National Rail- 
ways took over the P.L.M. holding and 
will probably take a proportional part in 
the new issue. 

Electrification of the line from Paris to 
Dijon is due to be completed in 1950, and 
from Dijon to Lyons two years later. 
From Lyons onwards there will be two 
electrified lines, one on the right bank of 
the Rhéne to Nimes and Séte, and the 
other on the left bank to Avignon and 


Marseilles. Electric power will be supplied 
from Genissiat and other power houses 
along the Rhéne. The current, trans- 
formed from 220,000 volts to 60,000 volts 
for electric traction, will be supplied to 
52 sub-stations, where motor generators 
will convert it to d.c. at 1,500 volts. 

The Genissiat hydro-electric works, 
which wiil rank ultimately among the 
most powerful in Europe, are situated on 
the Upper Rhéne about four miles below 
Bellegarde and thirty miies from Geneva. 
The dam is 341 ft. high and 327 ft. wide 
at the base, and it carries a roadway 460 ft. 
long. The supply reservoir above the dam 
has a capacity of 1,872,000 000 cu. ft. The 
power house built at the foot of the dam 
is equipped with French-built vertical-shaft 
turbines. At 150 r.p.m. under a head of 
220 ft. they develop 80,000 h.p. Each 
weighs 975 fonnes. The turbines drive 
65,000 KW. vertical-shaft alternators. 

Current developed at 15,000 volts is 
stepped up to 220,000 volts by 70,000 
kVA. transformers. In the first stage of 
construction the power house will have 
four groups, two of which are already in- 
stalled and in operation. In the second 
stage, two more groups will be added. 
A fifth group is on order, and when it is 
in operation the total annual output will 
average 1,750 million kWh. An alternator 
fully equipped weighs 750 tonnes. Trans- 
port of the material presented consider- 
able difficulties. 


BUILDING THE DAM AT GENISSIAT 

Construction of the dam and power 
house involved extensive works, which 
began in 1937, but were delayed by the 
German invasion of 1940. Cofferdams 
were built upstream and downstream, and 
the river bed between left dry by divert- 
ing the Rhéne into two tunnels, one on 
each bank, each capable of evacuating 
35,000 cu. ft. per sec. To take off flood 
waters, two canals were constructed, that 
on the right bank with a capacity of 
100,000 cu. ft. per sec., rejoining the 
Rhone river bed 440 yd. downstream, the 
other taking 45,000 cu. ft. ver sec. 

To construct the upper cofferdam, a 
steel bridge was built across the gorge and 
iron tetrahedrons filled with scrap iron 
were thrown into the river as well as more 
than one million cu. ft. of stones. Steel 
piles were driven into the river bed and the 
whole made watertight with a mixture of 
earth and clay. 195,000 tons of cement 
and 34,000 tons of steel went to the making 
of the dam. The artificial lake formed 
by the dam is 15 miles long. 

In the next ten years the Compagnie 
Nationale du Rhéne plans to equip hydro- 
electric works with an annual average pro- 
duction of 10,000 million kWh. These 
works comprise a compensating dam and 
power house at Seyssel, below Genissiat, 
equipped with three groups of 15,000 
kWA and an annual capacity of 
175,000,000 kWh. The work is already in 
progress. Another dam downstream at 
Sault-Brenaz will be equipped with three 
15,000 kKWA. groups, with a capacity of 
210.000,000 kWh. The next stage com- 
prises works south of Lyons, of which the 
most important is the dai at Donzére- 


Mondragon, between Montelimar and 
Orange. 

The works will be on an even greater 
scale than at Genissiat. The power 


house, under a head of 82 feet, will de- 
velop 250,000 kW. with an_ estimated 
annual capacity of 1,900 million kWh. 
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Construction has already begun. Ai Baiy 
the power house will develop 340,009 
kWA. with an average annual output of 
1,800 million kKWh., and at Montelimar 
the output will be 220,000 KWA. anc 1,100 
million kWh. All these works are asso. 
ciated with plans for improving the nayj- 
gation of the Rhdne by the construction 
of canals and with irrigation projects for 
the benefit of agriculture. 

On August 1 last the President of the 
French Republic, accompanied by the 
Minister of Transport, the President of the 
French National Railways and the Genera] 
Manager of the International Sleepi:g Car 
Company, paid an official visit ‘o the 
Genissiat dam. 


Sleeping Cars with Longitudinal 
Berths 


(Concluded from page 268) 


the centre aisle of the Roomette, it is in- 
dependent of the width of the loading 
gauge, though of course a certain mini- 
mum is required; and because of the 
arrangement of some berths near the 
centre-line of the carriage, auxiliary upper 
berths can be installed as folding berths 
without needing the headroom of the 
American gauge, as the height in the 
centre of the gauge is usually suflicient 
even under otherwise unfavourable con- 
ditions. 

Fig. 10 shows the plan of a standard 
compartment with transverse berth turned 
by 90 deg. superimposed on a compartment 
of the sleeper in Fig. 9. The greater com- 
fort is evident, apart from the fact that a 
longitudinal berth not only is preferable 
from the point of view of giving better 
rest, but also is not restricted in_ this 
arrangement with regard to the length of 
the bed. This is helped by the staggered 
arrangement. 

The new arrangement leaves ample room 
for wash-stand, locker, luggage rack, and 
other accessories for travel comfort, with 
the possibility of more luxurious modifica- 
tions without the sacrifice of too much 
valuable space. Though Fig. 9 shows a 
carriage with only eleven compartments 
against twelve of the British standard, the 
conversion of the four inside-berth com- 
partments into double compartments is not 
identical with the introduction of over- 
crowding; the occupiers of such com- 
partments have much more space at their 
disposal in all directions than their fellow- 
travellers in a standard compartment with 
transverse upper and lower berth, with the 
narrow passage between beds and _par- 
tition, in spite of the floor area being 
approximately equal. 

The latest American design is the Budd 
double-bedroom sleeping car based on 
United States Patent Application of Sep- 
tember 2, 1945. This shows double-bed- 
rooms arranged in pairs. One has beds 
placed lengthwise of the car, and the next. 
crosswise. 

Each room is provided with an enclosed 
toilet and shower with a wardrobe next 
to it. This arrangement needs much more 
space than the sleeper illustrated in Fig. 9, 
without increasing the comfort and improv- 
ing the appearance of the compartment, 
apart from the ‘separate toilet facilities. 

e whole arrangement is possible, how: 
ever, only within the loading gauge of the 
American railways. 

The interest in sleeping cars in the 
United States is understandable, bearing 
mind the very great distances covered, and 
it is of interest to note that of the 3,000 
passenger coaches now on order, approx! 
mately 1,000 are sleeping cars. 
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London Transport Rail and Bus Arrangements for 


THE RAILWAY GAZETTE 


the Olympic Games 


More than a million passengers handled 


at Wembley Park in fifteen 


days 








SHOW ALL TICKETS 


PRESENTEZ 


LES BALLETS AU CONTROL 


Passengers entering new ticket-hall at Wembley Park 


The Olympic Games were the largest 
special traffic problem in London since 
the wartime mass evacuations and troop 
movements, and the success of the exten- 
sive arrangements made by London Trans- 
port for dealing with them is the subject 
of a review recently completed by the 
Executive. Special arrangements had to 
be made for handling ‘spectators travelling 
by rail to Wembley Park, who constituted 
the great bulk of the traffic, and those trave!- 
ing to Wembley by trolleybus services 
and Central buses. London Transport also 
had the responsibility for providing ade- 
quate transport for the competitors and 
officials between the various centres and 
the venues of the games. 

The question of transport as a whole was 
under consideration for more than a year, 
and a special committee set up to deal with 
the subject first met on July 8, 1947. This 
committee. the Olympic Games Transport 
Advisory Committee, consisted of officers 
of the London Transport and Railway 
Executives, with representatives of the 
Organising Committee of the Fourteenth 
Olympiad. 

In preparation for the games, extensive 
improvements, which were described in the 
July 16 issue, were carried out at Wembley 
Park station at a cost of about £100,000. 
An additional footbridge was provided 
over the station with staircases leading 
to it from all ‘six platforms. From the 
footbridge an open-sided gallery was con- 
structed leading to a spacious new ticket- 
hall built over the Eastern Region steam 
tracks. From this new ticket-hall, which 
communicates with the old ticket-hall 
alongside, stairs lead down to a subway 
280 ft. long and 15 ft. wide, constructed 
by the stadium authorities below the junc- 
tion of Bridge Road, Wembley Park 
Drive, and the newly built Olympic Way. 
Special measures to prevent undue crowd- 
ing included an extensive loud-speaker 
system, barriers, and Bostwick gates. Bell 
communication was installed between the 
foot of the stairs leading up to the new 
ticket-hall and the gates at the opposite 
end of the subway, thus enabling the flow 
from Olympic Way to be checked. 


Throughout the period of the games, 
traffic at Wembley Park station was heavy, 
the highest figure for any one day being 
50,000 on Saturday, August 7, the last day 
of the track events. Some 483,000 spec- 
iators arrived at the station during the 
games, and a slightly lesser number used 
it daily in the reverse direction. Including 
normal traffic, it is estimated that Wembley 
Park station handled well over 1,000,000 
passengers during the 15 days of the games. 
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On some occasions, such as down traffic 
on Saturdays and up traffic on weekday 
evenings during the period of the track 
events, the Olympic traffic coincided with 
normal peak services, but in general it 
was in the opoosite direction to the main 
peak flow. During the normal off-peak 
hours of the day an additional 15-min. 
Harrow-Baker Street service was run on 
the Metropolitan Line. This, combined 
with the normal service, gave a regular 
5-min. Metropolitan Line service at Wem- 
bley Park. 

On the Bakerloo Line, the 
hour service was increased to a 
interval on each line, giving a joint 2}-min. 
service in the Central Area. Spare trains 
were provided on both lines. Although 
many trains were heavily loaded at the 
height of the traffic, in general rail services 
proved adequate. The conspicuously 
placed directions for trains to Wembley 
at a large number of points throughout 
the system, including all Bakerloo Line 
stations, were an effective aid to traffic 
movement. The Executive's traffic receipts 
for the week ended August 7 indicate the 
predominant part of the railways in 
handling games traffic—16°6 per cent. more 
passengers than during the corresponding 
week of last year were carried. 

SPECIAL BuS SERVICES 

It was pointed out that the success of 
the railway operations was the more com- 
mendable because of the newness of the 
reconstructed station facilities at Wembley 
Park, which meant that new techniques for 
crowd handling had to be worked out 
without prior experience as a guide. The 
Road Service Operating Department pro- 
vided the special bus services for con- 
veying competitors and officials between 
rail termini, housing centres, training 
centres, and the venues of the games. The 
number of points served (excluding railway 
termini) totalled 90. There were 21 sports 


» 


Spectators arriving at Wembley Stadium 


The return traffic from Wembley Park was 
less by about 2,000 passengers a day than 
the outward figures; this is attributed to 
the use of the Marylebone route in the 
return direction. The Wembley Stadium 
station of the Eastern Region, on a loop 
inside the stadium grounds* and disused 
since 1939, was renovated. for use during 
the games. 


venues, 45 training centres, and 24 housing 
centres; the special operations involved 
the preparation of an itinerary of about 
550 routes to be followed by drivers. To 
enable bus services in the Wembley area to 
be slightly augmented, and provide vehicles 
for the special services, it was necessary, 
in view of London Transport’s acute short- 
age of road rolling stock, to withdraw a 
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number of double-deck buses from normal 
services. The maximum number with- 
drawn at any one time was 35, but the 
withdrawals were spread over so wide an 
area that no noticeable shortage was ex- 
perienced; this essentially short-term 
arrangement could not have been continued 
for longer than the duration of the 
Olympiad without general repercussions, 
Much of the road traffic was handled by 
trolleybus. 

In anticipation of the additional traffic, 
supplementary services were run on the 
Paddington-Sudbury route—10 trolleybuses 
an hour between Paddington and Wembley, 
and 10 an hour between Scrubs Lane and 
Wembley. 

TRAFFIC 

Olympic events held at venues other than 
Wembley did not generally produce much 
traffic. Exceptions were the matches at 
Arsenal on Saturday, July 31, and Thurs- 
day, August 5, when the return traffic 
amounted to about 20,000. On each occa- 
sion the train service provided dealt ade- 
quately with the traffic. At Fulham, the 
football on Saturday, July 31, resulted in 
no exceptional traffic at Walham Green 
station, but on Thursday, August 5, traffic 
was sufficient to warrant the use of four 
spare trains. Traffic in connection with 
events at South Ealing, Ilford, Harringay, 
Empress Hall, and Sudbury Hill was 
readily absorbed in the normal services, and 
the available spare trains were not used. 

The extra demands made on London 
Transport staff were willingly met, and no 
effort was spared to make a success of a 
difficult and complicated task. In a mes- 
sage issued to the staff after the comple- 
tion of the games, the Executive pointed 
out that ihe performance of London Trans- 
port won the warm admiration of thous- 
ands of visitors from overseas, and that 
the smooth running of the services was due 
to the care and imagination devoted to the 
complicated planning and detailed organ- 
isation of all the works, facilities and ser- 
vices required, and the efficiency and zest 
of all ranks of the staff. 


FOOTBALL 
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Extension of Zonal Schemes, 
Southern Region 


An overnight delivery service for small 
consignments of goods between any two 
stations in the country is being introduced 
in stages by British Railways. The entire 
country is divided into areas, within 
which small consignments are collected 
by road and taken to either the area 
railhead or sub-railhead. The goods are 
then despatched by rail to other railheads 
in the areas to which the goods are con- 
signed. Delivery is made by a direct 
road service. It is claimed that by this 
means double handling and sorting at 
intermediate transhipment points are 
eliminated, and delay, damage and risk of 
loss are avoided. 

A zonal scheme will be introduced on 
September 6 in the area embraced by 
the following stations; the railhead will 
be at Dartford, with a sub-railhead at 
Bromley North:- 

Dartford, Barnehurst, 
Bexley, Bexleyheath, Crayford, 
Farningham Road, Swanley, 
North. Bickley, Bromley South, 
field, Chislehurst, Orpington, St. 
Cray. 


Belvedere, 
Erith. 
Bromley 
Chels- 
Mary 


Bookstall Services on Pullman 
Trains 


British Railways, in co-operation with 
the Pullman Car Co. Ltd. and W. H. 
Smith & Son Ltd., on Monday provided 
a new service to travellers that falls 
appropriately in the centenary year of 
W. H. Smith’s bookstalls. For some time 
consideration has been given to the idea 
that the familiar bookstall service might 
be advanced one step further and taken 
right on board the train itself. On Mon- 
day the idea became reality, and a 
bookstall service was inaugurated on the 
following Pullman trains: the ‘ Golden 
Arrow.” “ Bournemouth Belle,” ‘“ Thanet 
Belle,” “Devon Belle,” “Queen of 
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Scots,” and the “ Yorkshire Pullman.” 

Before the departure of the “Thanet 
Belle” from Victoria the occasion was 
celebrated by Master Fred Edwards, 
dressed as a newsboy of 1848, handing 
supplies of newspapers to the atten lant 
on the train. Fred. who also sign: lled 
the train away, has a father and grind- 
father employed by W. H. Smith & Son. 
Victoria’s Bookstall Manager, Mr. J. B. 
Gale, also took part in the proceedings, 
dressed in the manner of the first W. H. 
Smith’s Bookstall Manager. 

The event illustrates the efforts of 
British Railways to find ways and means 
of adding to the comfort and convenience 
of the travelling public, combined with 
the ready assistance of the Pullman Car 
Company and W. H. Smith & Son. 

In connection with Smith’s centenary 
it is interesting to note that the record 
weight of daily newspapers alone dis- 
patched on one morning from its head 
office (exclusive of wholesale branches) 
was 269 tons; that over 94 million copies 
of daily newspapers were sent out in one 
week during a peak period; and that in 
the same week 180 miles of string were 
used in the Dispatch Department. Smith’s 
have 1,017 bookstalls, employing 5.000 
men and women. 

At a luncheon held after the ceremony. 
presided over by Mr. W. Acland, 
Managing Director of W. H. Smith & 
Son Ltd., Mr. A. E. Hammett, Com- 
mercial Superintendent, Southern Region, 
congratulated W. H. Smith & Son on the 
achievement of its centenary and. on 
behalf of the guests. wished the company 
even greater success in the next 100 years, 





SCOTTISH MACHINE TOOL CORPORATION.— 
After providing for taxation, the net profit 
for the year ended March 31 was £26.170, 
as compared with £26,043 for the pre- 
vious year. The dividend is maintained 
at 8 per cent., with a final payment of 
5 ver cent., while £5,251 is transferred to 
general reserve, as against nil, and 
£36,025 goes forward, against £32,806. 


Mobile Bookstall Service at Victoria Station 


Mobile bookstall service in operation on 
the ** Thanet Belle”? Pullman 


A traveller buys a magazine at Victoria Station from a newsboy 
dressed in the costume of a hundred years ago 
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Institute of Transport 
Conference 


Te conference committee recently com- 
pleted arrangements for the week-end 
conference of the Institute of Transport 
(Sepiember 10-13), which, as stated in our 
last week’s issue, is being held, by courtesy 
of the London Midland Region, British 

vays, at the School of Transport, 
ion Road, Derby (telephone: Derby 
144. extension 477). The conference com- 
e consists of:—Mr. W. Donaldson 
right (Chairman), Chairman of the East 
Midiands Section of the Institute; Mr. J. H. 
Bowyer, Honorary Treasurer, East Mid- 
lands Section; Mr. James Forster; Mr. 
L. S. Kettle; Brigadier L. Manton, Prin- 
cipal. School of Transport; and Mr. H. G. 
Mori<y, Honorary Secretary, East Midlands 
Section. 

Members are due to assemble on Friday 
afternoon, September 10, and to disperse 
on Monday morning, September 13. The 
proceedings on September 11 will include 
an informal examination of the school’s 
model railway, and an excursion, by 
courtesy of the Trent Motor Traction Co. 
Ltd.. in the afternoon; and in the evening 
a debate will take place on the motion 
“That Limitation of the Activities of ‘C’ 
Licence Holders would be in the Public 
Interest,” proposed by Mr. H. F. Sander- 
son, and opposed by Mr. H. I. Davidson. 

On September 12 members will have the 
choice of attending one of three discussion 
group meetings, as follow: — The Report 
on Education in Management for Trans- 
port ” (discussion leader: Mr. C. F. King): 
“The Role of Trade Unions in the Trans- 
port Industry Today ” (discussion leader: 
Mr. D. Dickinson); “ How will Co-ordina- 
tion Alter the Present User-Carrier Rela- 
tionship? ” (discussion leader: Brigadier 
I. L. H Mackillop). On that evening there 
will be a display of films. 


Reconstruction of Liverpool 
Street Station, Central Line 


Work has restarted on the scheme for re- 
constructing the Central Line station at 
Liverpool Street, to give better facilities for 
interchange between the Central and Metro- 
politan Lines, and thus help to relieve the 
present congestion at peak hours. 

An additional booking hall, to be built 
beneath the road surface of Liverpool 
Street, will be connected by a bank of three 
escalators with the Central Line platforms. 
Stairways will be constructed to link the 
new booking hall with the Metropolitan 
Line station, and the existing Central Line 
booking hall will be connected to it by a 
new subway. 

When the work is completed, Metro- 
politan Line passengers will have a speedier 
and more direct interchange with the Cen- 
tral Line, via the new escalator connec- 
tion, and also with the bus services and the 
London Midland Region Broad Street 
Station, via the new subway. In addition, 
passengers from the Bishopsgate and Old 
Broad Street districts will have direct access 
to the Central Line without having to cross 
the heavily congested Liverpool Street, as 
at present. 

The existing escalators between the Cen- 
tral Line platforms and the Eastern Region 
Station concourse, and the facilities at 
Present given by the subways from the 
Metropolitan Line to that station, will not 
be affected by the new works, but the main 
Metropolitan Line booking hall is being re- 
designed as part of the general scheme of 
improvements. 
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The new Central Line booking hall, 
110 ft. long and 40 ft. wide, will be con- 
structed at a depth of 15 ft. below the road 
surface, and the work will involve the 
diversion of various electric cables and gas 
and water service pipes. Some stages of the 
work will necessitate the closing of parts of 
the Liverpool Street roadway, but it is in- 
tended to maintain two-way traffic working 
throughout, if possible. 

When the Central Line station was 
opened 36 years ago, it was designed as a 
terminus with the principal object of pro- 
viding easy interchange with the then 
G.E.R. main line station. At the time the 
eastward extension of the Central Line was 
decided upon, it was foreseen that the 
station, as originally built, would be in- 


Notes and News 

Vacancy in Nigeria.—A draughtsman 
(civil engineering) is required by the 
Nigerian Government Railway for 18 to 
24 months, with prospect of permanency. 
See Official Notices on page 283. 

New Metropolitan-Vickers Film.—A new 
film, “ The Heart of the Trolleybus,” has 
been produced for the Traction Depart- 
ment of Metropolitan-Vickers Electrical 
Co. Ltd., and may be borrowed. in 35- 
mm. and 16-mm. sizes sound stock, from 
the Publicity Department at Trafford 
Park, Manchester, for showing’ to 
approved audiences. The film, which 
runs for 36 min., is introduced with a 
short review of public passenger trans- 
port during the vast half-century; then is 
shown how the electric motor generators 
of a trolleybus are produced and 
assembled. A third section, which is also 
available as a separate film, deals in detail 
with the maintenance of the electrical 
equipment mounted on a trolleybus. 


South African Railways Earnings.—For 
the period June 27 to July 31, 1948, earn- 
ings of the South African Railways 
amounted to £6,672,223, compared with 
£6,240,704 sterling in the corresponding 
period last year. 
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adequate to cater for the inevitable in- 
creased volume of traffic. Its reconstruc- 
tion was regarded as an essential part of 
the 1935-40 New Works Programme. 

Work was well in hand when the out- 
break of hostilities in 1939 brought it to a 
halt, and its recommencement has been re- 
garded as being a matter of the highest 
priority. It is hoped that the work, which 
will cost about £250,000, will be completed 
in two to two-and-a-half years. The re- 
construction works are being carried out 
under the supervision of Mr. P. Croom- 
Johnson, C.B.E., Chief Engineer, London 
Transport. Messrs. Mott, Hay & Ander- 
son are the Consulting Engineers, and the 
main contractors are Kinnear Moodie & 
Company. 


Hunslet Locomotives for Indian Light 
Railways.—An order has been received 
by the Hunslet Engine Co. Ltd., Leeds, 
for three 0-4-2 locomotives and two 0-6-2 
tank locomotives for service on Indian 
narrow-gauge light railways. 

Repairs to Berlin-Helmstedt Line.—The 
Director-General of the German railways 
in the Russian zone stated on August 23 
that repair work on the Berlin-Helmstedt 
line was proceeding rapidly. It has not 
been announced when the line will re- 
open. 

London-Istanbul Service Resumed.— 
The “Simplon-Orient Express” resumed 
its direct service between London and 
Istanbul on September 1, following the 
defeat of the rebel forces in Greek 
Thrace, adjoining Turkey. The express 
has been resumed and suspended several 
times since the war, because of the Greek 
fighting. 

Salvage Recovery Service.—Hundreds 
of tons of paper and board are being 
saved annually by a container recovery 
service. which collects each week well 
over 1,000,000 old containers and returns 
them to industry for re-use. This service, 
which is operated on a non-profit-making 
basis, has been responsible for the re- 
covery of more than 300,000,000 con- 


Lord Inman at Central Hotel, Glasgow 


Lord Inman, Chairman of the Hotels Executive (centre), accompanied 
by Mr. E. J. Vacher, Manager of the hotel, inspects the kitchens of 
the Central Hotel, Glasgow, during his recent visit to Scotland 
\ Daily Record,” Glasgow 


Photo 
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tainers since 1940, saving approximately 
356,000 tons of raw material. At the 
same time, as these cases have been 
re-used» more than once, there has been 
a further saving of about 270,000 tons 
of coal which would have been used had 
new cases been made. We are informed 
by the Waste Paper Recovery Associa- 
tion Limited that over 150 vehicles are 
used full-time on this work, these being 
supplemented by 365 vehicles of S.P.T. 
Limited, which collects the empties when 
they deliver the “fulls” to traders. 


Great Western of Brazil Railway 
Acquisition.—It is understood that nego- 
tiations for the acquisition of the Great 
Western of Brazil Railway are in progress, 
but that they are only in the initial 
Stage, and that the orice payable by 
the Brazilian Government will be appreci- 
ably below the contractual price, which 
is approximately £4,318,000. 


New Rolling Stock for Italian Rail- 
ways.—During June, Italy built 24 railway 
carriages and 508 wagons, the highest 
monthly total since the war. This brought 
total construction for the period from 
May 1, 1945, to June 30, 1948, to 30 
electric locomotives, 8 complete electric 
train sets, 5 railcars. 134 coaches, and 
15,629 wagons. 


Saughtree Station Reopened.—Saughtree 
Station, on the Hexham-Riccarton Junc- 
tion line, was reopened on Monday, 
August 23. It is served by the 11.20 a.m. 
Newcastle to Hawick on Mondays and 
Thursdays, at 1.45 p.m., and Saturdays, 
1.48 p.m., which picks up only, and the 
4.30 p.m. Hawick to Newcastle on Mon- 
days and Thursdays at 5.8 p.m. and Satur- 
days 5.10 p.m., which sets down only. 


An Argentine Ambassador Visits 
Metropolitan-Vickers Works.—Don Juan 
José Vistalli, Argentine Ambassador 
Extraordinary, and Technical Adviser to 
the Presidential Committee for the 
Argentine five-year plan, recently visited 
the works of the Metropolitan-Vickers 
Electrical Co. Ltd. at Trafford Park. He 
was accompanied by Mr. P. H. Dorchy, 
First Secretary (Information), H.M. 
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Embassy, Buenos Aires, and Mr. G. 
Mould. Chief Regional Officer, Central 
Office of Information. The Ambassador, 
who was welcomed by Mr. K. Baumann 
and Dr. C. Dannatt, Directors of the 
company, and Mr. F. J. E. Tearle 
(Director of Metropolitan-Vickers Elec- 
trical Export Co. Ltd.), toured the main 
manufacturing departments (including 
traction, transformer, steam _ turbine, 
large electrical machine, welding and re- 
search) and met various senior officials. 
By 2 recent Decree Don Juan José Vistalli 
has been appointed Chairman of the 
Argentine Railway Buying Commission 
in London, retaining his present post of 
Technical Adviser to the President for the 
five-year plan; the preamble to the De- 
cree states that it will be necessary to 
renew railway material continuously and 
to make successive purchases abroad. 


Hungarian Rolling Stock for Argentina. 

-According to the terms of the recent 
Argentine-Hungarian agreement, in force 
until 1952, Hungary undertakes to supply 
Argentina with diesel locomotives, elec- 
tric rolling stock, wagons, and tramcars, 
to the value of U.S. $35,000,000, as well 
as machinery, tools, and telephone equip- 
ment. 


Flood Delay on Fort William—Mallaig 
Line.—On August 23 floods due to heavy 
rain caused a temporary suspension of 
train services on the (former L.N.E.R.) 
Fort William—Mallaig line of the Scottish 
Region. The flooding occurred near 
Locheilside, about 104 miles from Fort 
William, and about 200 yards of track 
was affected. Traffic was able to proceed 
after about four hours, and normal ser- 
vices were restored the next day. 


Chloride Electrical Storage Co. Ltd.— 
Mr. W. S. Naylor presided at the com- 
pany’s annual general meeting recently, in 
the absence abroad on business of the 
Chairman, Mr. A. W. Browne. A state- 
ment by the Chairman circulated with the 
report and accounts drew attention to the 
marked advances that were being made in 
extending the application of the storage 
battery. It was absurd to state that no 


Visit to Metropolitan-Vickers Works 


Don Juan José 
Extraordinary, inspecting a pantograph during his recent visit to 
the Metropolitan-Vickers works (see paragraph above) 


Vistalli (holding book) Argentine Ambassador 
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progress had been made in the lead-icid 
battery for the last 40 years. It was 
becoming increasingly evident that electric 
battery locomotives would play a mos: im- 
portant part in the mechanisation of col 
lieries in this country. In assessing the 
Operating costs of a battery locomotive, 
one of the largest items was the expense of 
periodical renewals. This indicated the im- 
portance of the maximum possible trouble- 
free life, and he was pleased to say that 
their traction batteries continued to be 
most favoured for all applications of 
battery propulsion. 


British Standard for Manganese 
Steel Castings.—The British Standards 
Institution has published B.S. 1456 for 
1} per cent. manganese steel castings for 
general engineering purposes, and B.S. 1457 
for austenitic manganese steel ca'’stings for 
general engineering purposes. Copies of 
the standards may be obtained from the 
British Standards Institution Sales Depart- 
ment, 24, Victoria Street, London, S.W.1, 
price 2s. post free in each case. 


American Allocation of Steel for 
Freight Cars.—The American steel indus- 
try task committee has approved allocation 
of 248,000 tons of steel for the fourth 
quarter of this year to build an estimated 
10,000 freight cars in the first three 
months of 1949. It is stated that 171,000 
tons will go for new freight car con- 
struction, and 77,000 for repairs of old 
cars. The distribution will be made to 
some 24 companies throughout _ the 
U.S.A. 


Opening of New Station for Hull 
Speedway.—An additional halt, known as 
Hedon Halt, situated between Marfleet and 
Hedon, which will be open for traffic on 
Saturdays only, was brought into opera- 
tion on August 14. It is alongside the 
Stadium entrance to the Hull Speedway, 
and is served by four trains from Hull, 
leaving at 5.40, 5.58, 6.12, and 6.25 p.m., 
with stops at Botanic Gardens, Stepney, 
Wilmington, Southcoates, and Marfleet. 
Cheap third return fares are in operation, 
and there are four return trains to Hull. 
From Withernsea also one train runs in 
each direction, stopping at intermediate 
stations. 


British Railways at Welsh Industries 
Fair.—British Railways have a stand at 
the Welsh Industries Fair, which is being 
held in Cardiff from September 6 to II. 
The railway exhibit will consist of an en- 
quiry bureau with counter and chairs. On 
the counter there will be fourteen }-in. 
scale model goods wagons and three large 
photographs showing Cardiff Newtown 
Goods Depot, Cardiff West track layout, 
and a composite view of a _ passenger 
train. The attendants at the stand will 
deal with enquiries regarding all kinds of 
railway traffic and give information re- 
garding docks. 


British Aluminium Co. Ltd.—A further 
improvement in the trading results of the 
British Aluminium Co. Ltd. was reported 
by the Chairman, Mr. R. W. Cooper, at the 
annual meeting of the company, the profit 
for the year amounting to £2.123,347. 
Good progress had been made, he said, 
with the development of a new product 
known as Super-Purity Aluminium, which 
was metal having an aluminium content in 
excess of 99:99 per cent., and obtained 
from refining lower-grade metal. Among 
its applications would be as a substitute 
for lead in various fields. and for special 
reflectors. During the year, the company 
had obtained an order for plate required 
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None of the vacancies on this page relates to a 
man beiveen the ages of 18 and SO, inclusive, or a 


woman »etween the ages of 18 and 40, inclusive, 
unless '°, or She, is excepted from the provisions of 
the Covtrol of Engagement Order, 1947, or the 
yacancy is for employment excepted from the 
provisions of that Order. 


RALLY AY engineer, 17 years’ intensive executive 
experience British and Military railways, new 
works and maintenance, including electrified tracks, 
4} years’ recent commercial experience with large 
British Steel Company making railway equipment. 
Desires change or return to executive job on_ rail- 
way work either home or abroad.—Box 150, “ The 
Railwa Gazette,”” 33, Tothill Street, London, 
$.W.1 


THI WORK OF THE RAILWAY CLEARING 
HOUSE, 1842-1942. An account of the de- 
velopment and extent of the activities of this famous 
British railway institution. Paper. 9} in. by 6 in. 


Illustrations. 2s. 6d. By post 2s. 8d. 


24 pp 





for the first all-aluminium bridge in the 
world, which was being constructed by 
Head, Wrightson Light Alloy Structures 


Limited for the River Wear Commis- 
sioners. Regarding the position in India, 
the Chairman said that the sale had been 
completed on satisfactory terms to Indian 
interests of their subsidiary, the Wolver 
hampton Works Company. On the other 
hand, they were strengthening their sales 
organisation in the two Dominions for the 
sale of semi-fabricated products, and 
accordingly had formed two new com- 
panies—Aluminium Hindustan Limited, 
and Aluminium Pakistan Limited—with 
headquarters in Delhi and Karachi 
respectively. The company was examin- 
ing possible sites overseas suitable for 
aluminium ingot production, and at the 
moment was engaged actively in survey- 
ing and examining a site within the Empire 
which they considered had very promising 
possibilities. 


Southern Region Excursions Repeated. 
—The half-day excursions introduced on 
August 25 on the Southern Region of 
British Railways for the first time since 
the war proved so popular that they were 
repeated on Wednesday, September 1. 
The trips from Streatham Hill and Nor- 
wood districts to Brighton, which 
attracted more than 1,600 passengers, and 
the Dartford and Gravesend district 
excursion to Ramsgate and Margate, 
were included. The excursions, which 
were at fares of less than a _ penny 
a mile, were by special trains leaving 
shortly after noon, and gave passengers 
more than six hours by the sea. 


British Timken Limited.—At the 
annual meeting of British Timken 
Limited. whose results for 1947 have 


been published already. the Chairman, 
Mr. Michael Dewar, said that for the 
past ten years the company had _ paid 
the same dividend of 15 per cent. on the 
Ordinary shares, and in normal circum- 
Stances the shareholders would this year 
have received a larger dividend. The 
wage bill in 1947 was nearly £1,000,000, 
as compared with £250.000 only in 1938, 
and yet the gross dividend had remained 
the same except for the small increase 
In capital in 1940. Today, they were con- 
suming 15 times the tonnage of steel 
consumed in 1927, while the number of 
employees had increased eight times. 
Total reserves of more than £400,000 
showed the amount ploughed back into 
the business during recent years. The 
greatly increased profits for 1947 had 
been achieved by their factories working 
day and night over the year and not only 
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OFFICIAL NOTICES 


Crown Agents for the Colonies 


A PPLICATIONS from qualified candidates are 
invited for the following post:— 

DRAUGHTSMAN (Civil Engineering) required 
by Nigerian Government Railway for 18 to 24 
months, with prospect of permanency. Com- 
mencing salary, according to experience, in scale 
£600 to £970, including expatriation pay. Outfit 
allowance £60. Free passages. Candidates must 
have had at least five years’ experience in drawing 
office of a Civil Engineering Railway Department 
(or Consulting Engineers or Contractors with prac- 
tice in railway work). Knowledge of design and 
construction details of civil engineering structures 
and railway wwackwork is_ required, including 
ability to take off quantities, prepare estimates and 
draft general specifications. Apply at once by letter, 
stating age, whether married or singie, and full 
particulars of qualifications and experience, and 
mentioning this paper, to the CROWN AGENTS FOR 
THE COLONES, 4, Millbank, London, S.W.1, 
quoting M/H/17417/3p on both letter and 
envelope. 


at full pressure. Their output with the 
same number of employees was 20 per 
cent. higher in 1947 than in the previous 
year. In April, 1948, they had announced 
a 5 per cent. reduction on prices of bear- 
ings delivered in this country, and but 
for the inevitable coming rise in costs 
of raw materials, fuel and power, the 
work now proceeding in the development 
department would permit them to reduce 
prices still further. At the present time. 
mopre than half their output was exported 
divectly as component parts of machine 
tools, locomotives, tractors, lorries, etc.. 
and they were anxious to resume as soon 
as ~- possible. the direct export of their 
products to many customers Overseas. 


African Railway Link Envisaged.— 
Opening the annual agricultural show at 
Salisbury, Southern Rhodesia, recently, 
Major General Sir Philip Mitchell, 
Governor of Kenya. forecast the building 
of a railway link between Central and 
East Africa, to provide a new all-British 
route from Southern Rhodesia to the 
Indian Ocean. Sir Philip was confident 
the railway would be constructed in the 
lifetime of most people present. 


Ransome & Marles.—The net profit of 
the Ransome & Marles Bearing Co. Ltd. 
for the year ended June 30, after pro- 
viding £101,145 for depreciation, against 
£85,779, and £345,000 for taxation, 
against £203,500, was £286,548, as com- 
pared with £205,959 for the previous 
year, and with the balance brought in. 
the available total was £366,305. 
Although the profits have risen by 48 per 
cent., the total dividend is repeated at 
25 per cent., with a 5 per cent. bonus. 


Catering Hygiene Campaign.—It is re- 
ported by the British Tourist & Holidays 
Board that the hygiene campaign launched 
by its Catering Division is attracting 
widespread support. Since the initial 
issue of plaques and posters was made to 
catering establishments in all parts of the 
country for display in kitchens, staff 
rooms. etc., hundreds of letters have been 
received requesting further supplies, and 
many firms have offered to defray the 
cost involved. This is a long-term cam- 
paign which aims at keeving the message 
of cleanliness constantly before those who 


serve the public through the catering 
industry. 
Development of Polish Railway 


Industry.—Production of locomotives and 
goods wagons in Poland is steadily in- 
creasing, and in 1946 reached the pre-war 
Poland produced 28 


level. In 1938, 
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FIRST -PRINCIPLES OF RAILWAY SIGNAL- 

LING. By C. B. Byles. Most treatises on rail- 
way Signalling are intended for the railway signal 
engineer, but this is an elementary treatise. Cloth. 
js. a by 5 in. 146 pp. Illustrated. 4s. By post 
S. 3d. 


T RAFFIC CONTROL ON THE L.M.S.R. Co- 
' Ordination of operating arrangements as a result 
of grouping.—Central, Divisional, and District Con- 
trol—Outline of unified methods adopted—Organi- 
sation and working—Control telephone  circuits— 
Daily telephonic conferences. Paper. 12 in. by 
9 in. 20 pp. Illustrated. 5s. By post Ss. 2d. 


HE EVOLUTION OF RAILWAYS. Second 

edition, revised and enlarged. By Charles E. 
Lee. Traces the germ of railways back to Baby- 
lonian times. Cloth. 84 in. by 5} in. 72 pp. Iilus- 
trated. 6s. By post 6s. 4d. 









standard-gauge locomotives; in 1945, 73; 
in 1946, 152; in 1947, 202; and in the 
first half of the present year, 121. Only 
74 passenger coaches were produced in 
1938. In 1947 this figure rose to 102, 
and in the first six months of this year 
93 passenger coaches were produced. 
Before the war the yearly production of 
coal wagons amounted to just over 300. 
In 1946 it increased to 5,000, in 1947 it 
was 11,000, and in the first half of 1948. 
7,500. 


Morgan Crucible—tIn his address at 
the annual general meeting on August 11, 
Mr. P. Lindsay, Chairman, said that even 
if the directors had been disinclined to 
subscribe willingly. to the Government 
policy of disinflation, they would have 
hesitated to recommend a dividend at a 
higher rate than that for last year, bear- 
ing in mind the urgent need to add to 
their working capital and strengthen their 
resources. This essential step was diffi- 
cult to satisfy now that up to 60 per 
cent. of industrial profit is siphoned off 
by taxation, and it was hoped that future 
Budgets would provide industry with a 
much needed additional relief of taxation 
on profits ploughed back. Their export 
trade had been buoyant during the year, 
and an appreciable part of their 334 per 
cent. overall increase in turnover had 
been contributed by direct and indirect 
export. Their hopes of the future were 
based partly on the possible fruits of 
research—market as well as_ scientific 
research—which continued to open up 
fresh avenues. 


Western Welsh Omnibus Co. Ltd.—Mr-. 
J. S. Wills, Chairman of the Western 
Welsh Omnibus Co. Ltd., referred at the 
outset of his speech to the annual general 

eeting of the company on June 29, to 
the retirement of Sir James Milne, who 
had been a Director of the company since 
its inception. At the same time, Mr. 
R. W. Birch had resigned from the board, 
and the Chairman said he wished to place 
on record the deep appreciation of their 
colleagues of the wise counsel given by 
both directors over so long a_ period. 
They now welcomed to their board Mr. 
K. W. C. Grand and Mr. Gilbert 
Matthews, representatives of the British 
Transport Commission, which owned half 
the shares in their company; and also Mr. 
W. T. James, who had been in the 
company’s employment for many years. 
Discussing the provisions of the Trans- 
port Act with reference to road transport, 
Mr. Wills said that the fact the Act did 
not provide for automatic nationalisation 
of road Passenger transport was prima 
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facie eyidence that even the Labour Gov- 
ernment, with its belief in nationalisation 
as a principle, did not believe a case for 
the taking over of the road passenger 
transport industry had been proved. 
Already there had been increasing mis- 
givings as to the benefit of nationalisation 
schemes now in force, and the belief that 
men would work harder and more con 
scientiously for the State than for indi- 
viduals was beginning to waver. The 
enormous practical problems to be con- 
fronted if facts did not live up to 
Socialist theory were among the factors 
which led the Chairman to suppose that 
there was every chance of road passenger 
transport being left in the hands of exist- 
ing operators. This was not mere wishful 
thinking, for he could imagine no gain if 
the rest of the road passenger transport 
industry was taken over. 


Glacier Metal Company.—At the re- 
cent annual meeting, Mr. W. B. D. Brown, 
Chairman & Managing Director, said that 
the profit for the last financial year was 
a record one, enabling them to recom 
mend the allocation of £175,000 to general 
reserve. The company was unlikely to 
earn in the immediate future a profit as 
high as that made last year, and the 
board suggested that a continuation of 
the 74 ver cent. dividend was reasonable 
in the light of the present situation. The 
value of sales had exceeded that of the 
previous year by about 30 per cent., 
mainly as a result of increased output, 
while direct exports were now running 
at over three times their pre-war 
volume. 


Transport Arbitration Tribunal.—The 
following sittings have been fixed for the 
hearing of applications by the British 
Transport Commission for the valuation 
of the undermentioned securities specified 
in Part Il of the Fourth Schedule to the 
Transport Act, 1947:— 

Date and 

time 
September |14 East Kent Light 
a.m. Railways Com- 
pany 


5 per cent. debenture 
stock ; ordinary 
shares 


4 per cent. debenture 
stock ; 3 per cent. 
Headcorn guaran- 
teed stock; ordin- 
ary shares 


East 
Light 
Com- 


Kent & 
Sussex 
Railway 
pany 


Easton & Church 
Hope Railway 
Company 


+ per cent. deben- 
ture stock; 5 per 
cent. preference 
stock ; ordinary 
shares 


September |5 
10 a.m. 


6 per cent. debenture 
stock ; 34 per cent. 
debenture stock ; 
5 per cent. prefer- 
ence shares ; ordin- 
ary shares 

44 per cent. deben- 
— stock; 5 per 
cen preference 
pose (1884) ; 4 per 
cent. preference 
stock (1869) ; 4 per 
cent. consolidated 
preference stock ; 
capital stock; ex- 
tension capital stock 


Trent Navigation 
Company 


September 16 
Oa.m. 


October 7 
Il a.m. 


King’s Lynn 
Docks & Rail- 
way Company 


7+ per cent. prefer- 

ence shares of £20 
Herefordshire & (fully paid) ; ordin- 
Gloucestershire ary shares of £100 ; 
Canal Naviga- ordinary shares of 
tion £140 


Company of Pro- 
prietors of the 


October 8 
O0a.m. 








Forthcoming Meetings 


September 4 (Sat.).—Electric Railway 
Society, at the Fred Tallant re 
Drummond Street, London, N-W.1, 

3 p.m, “Rapid Transit Railway Sig- 
nalling,” by Mr. R. J. Post. 


THE RAILWAY GAZETTE 


Railway Stock Market 


A combination of factors has made for 
continuance of a better trend in stock 
markets, and now that interest in markets 
shows signs of broadening, British Funds 
have been less prominent, though fully 
maintaining recent firmness, the 
nationalisation stocks, and also 34 per 
cent. War Loan, again attracting atten- 
tion on yield considerations. There are, 
however, factors making for caution, 
such as the forthcoming T.U.C. confer- 
ence, and the belief that the Government 
will introduce the steel nationalisation 
Bill in October or November. Even so, 
the view persists that nationalisation can- 
not be effected before 1950. A _ factor 
helping sentiment in the gilt-edged sec- 
tion is that in the event of steel 
nationalisation. compensation would not 
be on the basis of another large issue 
of stock. This could hardly be absorbed 
by the public, and might have to be held 
by Government departments, as  other- 
wise there would be widespread reper- 
cussions. 

Transport 3 per cent. 
changed hands up to 9842, 
highest since dealings commenced last 
January, while Wagon stock (100; xd.) 
was also higher on balance, allowing for 
deduction of the dividend from the price, 
and Transport 3 per cent. (1967-72) im- 
proved to 100}. Foreign rails continued 
to attract speculative interest by the 
official news that holders of ordinary and 
preference stocks in the former British- 
owned Argentine railways will shortly be 
informed when they receive their money. 
It continues to be assumed that part of 
this will go into Brazilian and other 
foreign rail stocks and give a fillip to 
this section of markets. At the same time 
the latest revival of take-over rumours 
must be regarded with caution. Great 
Western ordinary and preferred shares 
have risen over 10s. at 97s.. but were 


(1978-88) has 
which is the 
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below best, having touched 98s. 
the close of last week. Reports 
been current of informal take-ove~ talks 
in Brazil, but it has been suggestec, also, 
that in any negotiations Leopoldina would 
take precedence over Great West-rn of 
Brazil. Leopoldina stocks were algo 
below best, but higher on balance, the 
ordinary being 13, the preference 36, 
the 4 per cent. debentures 69 and 64 per 
cent. debentures 80. Leopoldina Ter. 
minal ordinary changed hands round 
2s. 3d., and the debentures wee 6). 
Elsewhere B.A. Central 44 per cent, 
debentures have been dealt in up to 45, 
The amended Central Uruguay sh:re-oyt 
scheme, which is expected to be approved 
by stockholders, led to further marking 
up of some Uruguayan rail stocks, those 
with big interest arrears attracting ‘>uyers, 
Biggest gain was in North Western 
Uruguay 6 per cent. second debentures 
at 150. Central Uruguay ordinary was 
10; and the second debentures 80. In 
other directions United of Havana 190% 
debentures strengthened to 17. Beira 
Railway bearer shares have been less 
active around 60s. 74d. Antotagasta 
eased to 104, and the preference stock 
to 64, while Canadian Pacifics have been 
firmer at 23}, though French Railway 
sterling bonds inclined easier earlier in 
the week. 

Road Transport shares remained firm 
generally, with Thomas Tilling rallying 
to 101s. 74d. Iron, coal, and steels re 
flected the better market trend, Guest 
Keen being 47s.. helped by the full 
results and annual statement. Thomas & 
Baldwins 6s. 8d. ordinary shares have 
changed hands up to I5s., the good yield 
attracting buyers following official news 
that the Bank of England now has finally 
sold the balance of the shares acquired 
before the war. Charles Roberts were £74, 
Beyer Peacock 21s. 6d., North British Loco- 
motive 22s. 6d., and Vulcan Foundry 
strengthened to 28s. 


Id. at 
have 


Traffic Table of Overseas and Foreign Railways 


Traffics for week 


Railways 


Total 
this year 


Aggregate traffelte date 
Total | 


—| Increase or 
19478 decrease 


Inc. or dec. 
compared 
| with 1946/47 


x 
o 
o 
> 

~ 
° 
° 

Z 





22.8.48 
July, 1948 


21.8.48 


Antofagasta... 
Bolivar 
Brazil " 
Cent. Uruguay 
Costa Rica ... June, 1948 
Dorada - inxs July, 1948 
G.W. of Brazil aa WY 21.8.48 
Inter. Ctl. Amer. ... June, 1948 
| La Guaira July, 1948 
21.8.48 


Leopoldina ... nan 
Midland Uruguay ... | be rps 
| July, 1948 


Nitrate PR ae 
N.W. of Uruguay “a 
Paraguay Cent... 22.8.48 
Peru Corp. ... : July, 1948 
Salvador May, 1948 
San Paulo —_ 
Taltal - = 
United of Havana “... 
Uruguay Northern 73 
r | 
| Canadian National... 23,473 
4 Canadian Pacific .| 17,037 


| 


South & Central America 


July, 1948 


| June, 1948 
June, 1948 


Barsi Lightt.. 
Beira.. 


202 
204 


July, 1948 
| June, 1948 
Egyptian Delta 607 10.7.48 
Gold Coast. , 536 | July, 1948 
Manila 4 — 

Mid. of W. Australia 277 =| | June, 1948 
Nigeria 1,900 | June, 1948 
Rhodesia ...| 2,445 |Sept., 1947 
South Africa .| 13,347 7.8.48 
Victoria 4,774 | Apr., 1948 

| 
t 


£ 
59,820 
$28,960 


34,424 
35,195 
33,466 
28,400 
$1,068,881 
$101,265 
64,912 
23,007 
15,693 
5,229 
87,703 + 
178,942 |+ 
¢103,000 | — 


10,010 
43,519 | 
1,170 


9,927,000 |+ 
6,886,500 |+ 


33,300 |— 
201,177 |- 


26,319 
3'138 


1,338,846 \+ 


£ 
388,180 
$301,893 


18,68 
27,962 


£ 
1,776,740 
$471,287 


242,493 
384,838 
175,666 
1,080,700 | 
$7,066,133 | 
$741,558 | 


£ 
10,270 
$69,357 


929 


¢1,899,6C0 


10,010 | 
349,174 
1,170 


4,055,75) 


57,166,000 | 
2,501,250 


40,207,5C0 


564,C00 
270,250 


795 
12,957 
929 
49,765 


114,007 | 
1.048,644 

78,422 

867,019 | 


294,752 


615,854 





+ Recslons are calculated @ Is. 6d. to the rupee 








